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Summary

he Center fox Urban Txonsportation
Research, in cooperation with the
Florida Department of Transportation (CUTR}, convened its fitst national
symposium on African-American mobility
issues in Much 1994. Building on the discussions and experiences of the fust sym-

T

posium, the seco:nd symposium, convened
Apnl 5 through 7, 1995, continued the ob-

jective of inclusion of the transportation issues relevant to the African~American com-

mwtity. The second symposium held particula.r significance because of the 1997
scheduled rea"thorization of the federal
transportation bill. Although reauthori·zation was not scheduled for another two
years, the tleed existed to strengthen the
existil\g legislation a.nd fxame policies to
address its shortcomings. The pia.nned topics also seemed to hold significance fox
policymakers with regard to other minority groups, protected cia.sses, and special
popula.tions.
As a multifaceted, multidisciplinazy industry, transportation commands the attention of a wide spectrum of pro-fessionals.
The symposium topics had broad appeal
and generated information partic"la.dy
valuable- to transit operators, engineers,
planners, equal opportwtity specialists, gove.nunent offic.jels, economists, and transportation policy-makers. Topics that addressed

in the plenuy sessions incl"ded:

0 Equal acoess and mobility: the continuing evolution of policies related to highway and transit funding;
[J Emexgins technologies and the im-plications of their :impact on the AfricanAmerican community;

0 Entreprene»rs and contracting opportu.nities within the transportation industry;
0 Applied research findings as related
African-American travel behavior.
The symposium was attended by more
than 80 pulicipantB from throughout the
Uni.t edStates. The administrators of the U.
S. Deparbnent of Transportation, Federal
Highway Administration and the Federal
Transportation Administrations puticipated in the program along with prof<!ssionals from across the United States and
abroad. Representatives of sta.t e and local
governments, transit agencies, academia,
and the private sector were among the attendees.
At the end of the symposium, a survey
of participants' impressions of the symposium was cond"cted. Pulieipants stated
that the S}'lllpooium met or exceeded their
expectations and tha.t "the number and variety of speakers and panelists made the
symposium a very worthwhile event" Par-

ticipants also helped to draft an agencla for
the third symposium planned to be held in
spring 19%.
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0 Presentation appears in this volume
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Welcome
Gary L. Brosch
D/rr>ctor
Center for Urban Tmnsporlation Re•oarch

G

ood afternoon. My nome is Gory
Brosch. I am Direclx>r of the Cenlier
for Urban Transpo:rtation Research
(CUTR). On behalf of the Florida Department of Transportation and CUTR, I welcome yo'Q to the second symposium on African-American Mobility Issues.
In March 1994, CUTR convened ib; rust
symposium on African-American mobility
issues. It established the rust forum in recent times to discuss the special tmnsportation problems and needs of African-Americans. The agenda included:
0 presentations on how past and currentpolicies continue IX> define travel behavio:r: and transportAtion needs;

0 analyses of travel patliems and behavioral characteristics;
0 case studies of jitney services and
theix roles in public tri!U'ISportAtion;
0 contracting opportunities and marketing services; and
0 an open panel discussion on ISTBA.
The symposium was atliended by more
than 60 participant!; horn throughout the
UnitedStalies and the Caribbean. Representatives horn the Fede.r al Highway Administration (FHWA), Federal Transit Administration (FTA}, stalie and localgovemmenb;,
and transit agencies, academia, and the pri·
vate sector were among the attendees.

A survey of participants' impressions
of the symposium showed that participants
believed it either met or exceeded their ex-

pectations and gave it an overall good rating. Participants also foWld the symposium
IX> be "educational and inforrnet:ive" and
that ;t should be repeated and expanded.
This year's symposium builds on the
experiences and issues provided in 1994 and

serves to continue the discourse on the spe-

cial transportation needs in the AfricanAmerican community. It also provides a
forum to continue the exchange of ideas o.nd
infol'D\(ltion, and discussion of transportation planning, programming, o.nd policY issues as they relate IX> the African-American
population.
This year's symposium also is a collaborative effort between CUTR.• Univeristy of
South Florida (USF}, FHW A, and the Con ference on Black Public Ad!Itinistrators
(COMTO). The keynote speaker during
tomorrow's luncheon will be Gordon
Linton, Administrator, FrA On Friday,
Rodney Slater, Administralx>r, FHWA will
speak during the closing session.
The timeliness of this year's symposium
is significant. Consider the following
changes in society that will have a. beAring
on mobility in the African-American community.
The efforts by the new Republican Congress to reduce federal funding to local transit systems, which rnig:htinclude significant
cuts in operating assistance;
Fare hikes also are becoming an irnporbu\t topic in the b'ansit col:l'llrl.unity. The
recent contr:oven;y involving the Los Angeles CoWlty Metropolitan Transportation
Authority's (MTA) efforts to increase faxes
mAY provide o.n indication of the irnportance
of tltis issue;
Several policy and program changes at
the federal level will have irnportantirnpacts
on the contin..ed mobility of minority communities. Whateffectwillthe.proposed National Highway Sysliem (NHS), which was
approved by the House of Representatives
by An oven~helming IXUlXgU\ and is now

Aoo..,.. 0
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before the Senate, have on Black communi·
ties?
Re.:ent analysis of the Nationwide Personal Transportation Study (NPTS) reveals
that trip rates for Blacb have increased
faster than for non-Blacks. Tltis analysis also
showed that the nwnber of Blacks becoming licensed to drive increased by 7!7. 9 per·
cent from 1983 to 1990, supporting an increasing demand for travel using privately
owned vehicles. The increasing growth in
travel by Blacks suggests needed funding
for transit, roadway, and infrastructure improvements serving Black couununities.
Greater access to employment opportonitie$ and services within the Black COUUI'IUnity, or from these commun.ities to suburban locations, is needed in order for this
oommunity to prosper e conomicolly and
sociolly.
A requirement of thelntermodol Transportation Efficiency Ac t of 1991 (lSTEA)
mandates increased community participa·
tion in developing transportation systems.
Thus, policy-makers and planners at the
smte and loco! levels and in metropoUmn
planning organizations need to give greater
atl>!ntion to travel demands of Blacks, since
they represent a changing and increasing
market nus growing market olso supports
the desire for increased diversity in the composition of decisionma.kers in the tra.nspo.rta.tion arena.
How will Blacks and other minorities
in the transporbltionindusay be affected by
Congressional attempts to repeal Civil
Rights legislation and affirmative action
programs that prohibit discrimination?
What should be the response from the minority community to these activities?
What aTe the impacts on minority communi ties from transportation facilities
thalpollute and disrupt neighborhoods? For

exAmple, mo.ny transit maintenance and
operation facilities, such as garages and ter·
minals, are found :in mino.rity neighborhoods. These cause adverse effects on the
environment and quality of life for residents.
Many Black communities also were dis·
Npted, economically and sodolly by the development of the interstab! highway program in the 1960s and 1970..
Communication and technology im·
provements in society will have significant
impacts on Blacb and minorities. How will
products generated thro.,gh Intelligent
Transportation Systems (ITS) improve or
hinder chances for low i11come and minori ty groups to prosper or be positioned in
main&treAD:t America?
The ISTEA legislation continues to offer opportunities for the inclusion of Afri.
can· America.ns in the transportation
dedsioiii118king process. In eoonomic terms,
millions of jobs are still being created from
transportation projects and transit continues to serve as a potential employer And a
transportation service.
However, these opportunities are being
threab!ned and will not last long. Therefore, it becomes mo.re important to continue
the discussion on the issues aHecting, mobility in African-American communities and
to develop an agenda that will address the
associated problems for this gro1>p.
We invite your input and coll"ll:rtents so
that the most efficient and equitable transportation system possible can be implemented. Please notice the evaluation fonn
in the package thAt you received when you
registered. At this time, I would Uke for
everyone to complete the first question:
"Before the symposium begins, please write
a few sentences on what you hope to gain
from this symposium." Thank yo1>.

Perspectives on African-American Mobility
Issues: Exploring New Frontiers
Charles A. Wright, Ph.D., P.E.,
Deparlment of Engineering TechnOlogy
Florida AgricuMural and Mechanical in Tallahassee

bttroducticm

T

o those who represent the state of
Florida, Gary Brosch, Director of
CUTR, the African-American Mobility Symposium Steering Committee, we
thank you for being here and bringing those
wa.nn words of welcome. Brie, Beverly, and
Fredslyn, I appreciab! thls fine opporbuUty
that I have to work witb Mr. Kermeciy and
the other p....,nters; particularly sin"" Mr.
Kennedy is involved in so many transporM
tation activities and is also a renowned sun..
day School superintendent The superinmndent's superintendent It is a pleasure
to serve all of you at thls important second
symposium dealing with these important
issues. Your theme is velj' challenpng; it
allows for strengthening of partnerships and
networking. The theme is very diverse, fu.
turistic, $lld will meet the need& of the 21st
century - the next 100 years.
I am very pleased to see the diversity
of individuols present You represent the
best that the transportotion professiOn hes
to offer. You represent the commitment to
African..American mobility issu.es. You ore
talented and committed.
We also have other administrators,like
Mr. Rodney Slater, Mr. Gordon Linton and
many others, such as Dr. Sylvan Johbois, Mr.
Frank Martin, Mr. Bill McCloud, and !-.1s.
Sheron Bellamy, here who perform collo.teralmobility responsibilities within the community. All of us working in collAboration.
networking, and partnering to make it happen.

Past Activities
It is true thetwe have had many accomplishments relo.ted to transportation and
mobility of African-Americans, but it is also
true that we have much work to do! To
paraphrase Robert Frost, "We have traveled
a long wo.y, but we have miles to go ... "
Please allow me to mention some conditions that place us here today and to talk
about transportation in a different way.
Clearly, we can to1k about the lmportanC<!
of transportation as it rela.t es to our
economy, as it relates to our society, and as
it rela.t es to our quality of life. However, I
also see it in another way. Transportation
has been an integral part of the peopling of
America because we ue a nation of nations
with a different agenda from other nations.
Oceans and seas were crossed in search of
freedom.
To use the words of Administrator
Slater, ''Transportobon is freedom - personal, economic, sociAl, and political - a
means of happiness! We may talk about
Lady Liberty that stands in the New York
harbor and the message it connotes. 'Send
me you.r poor, your tired, your huddled
masses, yeru:ning to breathe free."' However, the b:'LUl&portation route of AfricanAmericans was not voluntary and our past
hes been wrought with many struggles that
relo.ted to transportation. If we visit the
forts, Elhaino Island, Ghana, and other holding facilities for slaves in '\<Vest Africa.. we
can hear the voices of our ancestors.
As you know, most African- Americans
were brought to thls country as slaves more
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" It is important
that lhe v.ord be
sent for1h that
African-

Americans not
only v.tsh to be a
partoflhe
rewards of work,
but that lhey
also v.tsh to be a
part of lhe work

itself."

than 375 yeam ago to Jamestown, Virginia.
(There are theories of even before that time).
Others came for freedoiii beco.US<! they were
chattels in their own cowtby; being kings
and queens, we came as chattel
Past conditioN dictated. tra11Sportation
behavior for African-Americans who reIIWned in the rural southeast untilspec:Uic
events tro.11Spired:
0 The Civil Wu;
0 The Underground .R ailroad o.nd
Harriet Tubm.ani
0 The vllriouo inventiON: which JI~o.de
necessity truly the mother of invention such
as the train hook, traffic light, and oo on;
0 After the Wu, )iiii Crow;
0 The Industrial Revolution;
0 Southern segregation that led to Negro communities in the urban North;
0 The cutting of single dwellings into
multi-dwellings that led to heavy concentrations of African-Americans in these citiesi
0 After World War ll, African-AmeriC811S were ready to trad.e tired souls for freedom, which was not really free.
As noted, our past and current policies
continue to defy travel behavior and transportation needs in our communities. From
this troubled past. which include battles of
Homer Plessy to the Great Migration, it is
situationally coned that b:ansportation became the focal point Rosa Parks - refusing one day to sit in the back of the bus. It
further was lilting that the advent of a tr811Sportation event brought the Civil Rights
rnoveiiient from the back of pickup trucks
to the ho.Jls of Congress with more than 300
years of history and that has brought us to
today.
Friends and colleagu.es, what I really
wish to underscore is that trtu1Sportation is
not just about steel, concrete, and asphalt
It is about people and their struggle for freedom.
As I have noted, transportation has always played on important role in our Nations' history - not always pleasant for
African-Americans, for ex81I1ple from slave
ships to the "New 'Frontier." 'les1 even my
own personal experiences relate to tr811Sporte.tion. I first looked through a tr811Sitwhen
the city paved the streets in front of my
house. One look and I was h ooked.

!dreamed of moving to different places,
growing and obtaining a position in a profession usually unthinkable for a person of
my hue to invade.
Transportation also is about giving all,
inclusive "all,'' the opportunity to participate in that arena through education. It is
oun; to do, yours and mine, those things that
ensure opportunities and that make sure
that regardless of race or gender or age or
nationality or disability, all citizens can sit
at the table of abundance and enjoy. But
we also have the responsibility or burden
of struggle in moving America forward.
It is iiiiportant that the word be sent
forth that African-Am.ericartS not only wish
to be a part of the rewards of work, but that
they also wish to be a part of the wor~ itself. It is iiiiportant that you tell the story of
those whom you. represent, that you help
those who know that talent. energy, and
coll'Unitrnent are essen tial to the task at
hand, that these individuals to whom you
give voice and know how to recognize that
it is important-it is that they are as committed. as deteriiiined, and as necessary as
those at the table.

Issues for Considemtion
The issues to be considered are approcurrent and necessary. The Republican Congress reducing federal funding to
local transit systems, which might include
significant cuts in operating assistance. Fare
hikes axe becoming an important topic in
the tr"-11Sitcommunity. Policy and program
changes at the federal level have iiiiportant
impacts on the continued mobility of compriate~

munities.

Recent findings of the Nationwide Personal Transportation Study (NPTS) noted
that trip rates for Blacks hove increased
fas ter than for Non-Blacks. This study
showed that the number of Blacks becoming licensed to drive increased by 27.9 percen t from 1983 to 1990, supporting an in·
creasing demand lor travel using privately
owned vehicles. Increasing growth in travel
by Blacks suggests needed funding fortransit;. roadway, and infrastructure irnprovements serving Black communities. Greater
access to employment opportwtities and
services within the Black community, or

from these commun ities to subwba n locat::io:ns, Is needed in order Cor this co:aunu·
ruty to prosper economically 8lld sodally.
0 Require menb of 1M Intermo dol SUJ'o
face Transpo rtation Efficiency Act of 1991
(ISTEA) mancl.ate increased. commun ity participatio n in cl.evelop ing transpor tation •)'S-

AmericAiw are on jobs where they are re-

<tuired IX> work during these periods.

0 Florida's need for t:lUl Nationa l Hlghwo.y System and. Its impact
0 Florida' s Travel and Tourism Industry 8lld Its impact on o.nd potantia l beN!fita
for African-American.

tems.

0 Impact on Blacl<s and. other minorities in the transportation industry of the
Congressional attempt s to repeal Clv U
Righb kgislati on and Affirma tiv e Action
program& that prohibit cl.iscr:b:nination.
0 The impact on minority commun illes
from transpo rtation fa.clllties that pollulle
and. W.nrpt neighhorhoocl.s.
0 Signific ant impact on Blacks and mi·
norities of commun ication and technolo gy
improve menb in ~ty. How will ptod·
uds generated through IntaWge ntTmnsp ortation System (ITS) improv e or hinder
chances lor low income and minority groups
to prosper or be placed in mainstream
America ?

Otlu!T Issues t o be Addres sed
Congest ion p ricing should be consldered because African-Am<mca ns occupy t:lUl
Jaxgest share of transit tiders. 1\s no tad in
ueonges tion Pricing; Issued and. Opportunities, Implem enting Conges tion Pricing
Winners And Losers" by Patrick De CortaSou.zo, advanced plannin g is a must, because peak pricing exist& during higher "'""
gestion during times whet> many Afd<:an-

We Must Woric to Set the Agetul a
The only liDiito.tions we have are the
liDiito.tions we place on ourselves. Our key
Is not to set the prioritie s of what Is on oar
agenda, but to place on the agenda our priorities. The Book of james 1:2, NMy brethren count it all joy when you foll inlx> divers
temptati on." We develop foith and wisdom.
We have to ask ourselve s the fu.ncl.amental
qu.eslio11, • Are we going to stand on the
sideline s and pexhaps tell the transpor tation
sto•y asahJsm ry?" Ifw e only discu.ss what
w e hear or read, w e will be discussi ng !Ustory. Look about you, this is the first time
we oll hove been together. We need to network and build ~rships. Are we going to be a part of making uignific ant cont:ributi.on? The choice is ours.
I invite you, if you woulcl, to redecl.icatll
youn~elvoa. RededicAte yourselv es to this
importa nt task to keep America moving, be..,.. it d oes DU>re than that. 1\s noted belore, transpor tation is about more thAn just
steel, concrete, 81\d asphalt. Our effort helps
to keep America free, helps to give oll d>e
opportu nity IX> be o.ll we con be as Ameri<:o
moves to the next century, o.nd let us, together, explore new frontiem.

"'f "WB only

discuss vmat we
hear or read, we
will be
discus sing
history. "
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The Continuing Evolution of

Public Transportation Policy
wade Lawson
Director of Planning and Dawlopment

South Jersey Transportation Authority
Atlantic City, New Jersey

I

would like to thonl< the Center for Ur
ban Transportation Research (CUTR),
Federal Highway Administration
(FHWA), Federal Transportation Administration (FT A), Conference of Minority
Transportation Officials (COMTO), and the
National Forum for Black Public Adminisb'ators (NFBPA) for extending m e the invitation to speak with you this afternoon regarding the continuing evolution of public
transportation policy and its impact on the
minority community.
I bring you. greetings from the Governor of the State of Ne\o.' Jersey, the South
Jen;ey Transportation Authority and its
Boa.rd of Comm:issione:JS, and the staff of
the Authority. I would be extremely remiss
in my duties as a member of the Board of
Directon; of the Greater Atlantic City Ownher of Commerce, if I did pot extoll the virtues of Atlantic City, one of the premier
gaming resorts o£ the world, home of the
famous AtlaPtic City Boardwolk, host of the
Miss America pageant, and one of the ex~llent tourist vacation spots on the Bast
Coast I invite all of you and your families
tQ visit us whet\ you can to enjoy our hospi~
tality, firte bea.ches, and various attractions
in the region.

0 OperationaPdmaintenance of the Atlantic City Expressway, a 44-mlle toll road
between Atlantic City and Philadelphia;
0 Management of more than 334,000
annual casino charter buses bringing approximately 8.5 million annual visitors to
Atlantic City;
0 Regulation of the c..ino bus charter
services as it relams to the designation of
bus routes, bus parking and bus operations
in the casinos, and othet non-casino desti·
nations;

0 Operation o£ several automobile Md
bus su.<foce parking lots and o.six-<>tory automobile parking facility (825 spaces) with
xetailspace;
0 Coordination of the development of
various b'ansportation management strate~
gi.es to facilitate traffic movement in the region;
0 Board member of the South jen;ey
Transportation Planning Organi.zo.tion, the
metropolitan planning organization (Ml'O).

Problem Smtemntt
What effect does minority representa-

Tire Role of tire Soutlt Jersey

tion or lack of representation have on the
transportation decisioru:naking process?
How do these policy decisions influence the
development and implementation of transportation policies in the minority commu-

Tmnsportation Aut1toritlj (SJTA)

nity?

The SJT A is responsible for the following transportation sorvices:
0 Operation and development of the
Atlantic City international Airport;

Backgrou11d
The transporll\tionindustry, as you may
know, is a multi-billion dollar industry.

0
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Based on information for the calendar year
1991, total governmental expenditures for
transportation services and facilities
equaled $105.4 billion.
I have included the financial profile of
the transportation industry, shown in Table
1, to provide a perspective of the magnitude of the transportation industry on our
national ec:::onomy.

Table 1 1991 Transport afton
Sc:rvtcc:.ilnd Fac.:•hllc:..

''Tran&pui tation
isoneoflhe
most important
aspects in our
community in
that it provides
access to
employment
opportunities
that are available
at the various
employment
centers~.."

Mode
Highwoyo

Aiways/Airports

Dollars
Spenl
(Billions)

$76.0
14.0

Public Transit

9.6

RNersiPorts

3.5

Rairoads

2.4

TOTAL

$106.4

Some of you may ask what does this
mean with respect to jobs? Based on na.tional statistics, it is fair to say that for every $100 million capital investment in trtll1Sportation, 5,800 new jobs are created, approximately 600,000 jobs were created nationally as the direct result of capital investment in transportation services and facilities in 1991. (This number does not include
the employees that are currently employed
in the transportation industry. The public
transportation industry alone, based on
1994-95 statistics, employs approximately
302,000 people alone.)
TrAriSportation is one of the most iJ:n.
portant aspects in ow community in that it
provides access to employment opportunities that are available atthe various employment centers. It is directly responsible for
stimulating economic developmen~ moving
goods, services and people within our respective communities, and provides a.
means of travel for residents. This point is
particularly significant as we discuss economic development and the impact of trans-

porta.tion on our community because
through xny experience in the industry. All
too often the minority commwtil:y is not familiar with the comprehensive nature of the
transportation industry not its overall impact on our day-to-day lives.
The minority community traditionally
has focused on issues such as: housin&employment, education, civil rights, and
crime, and justifiably so. However, I would
submit that transportation is equally important and should be considered on issue that
affects the overall mobility and vitaU.t y of
the minority commwtil:y. The ability of the
community to access employment opportunities, housing, education, medical and social services are directly related to the availability of transportation services that provide mobility options to the commwtil:y as
well as providing the necessary inhastrucIW'e to support regional growth and development
During the1970s and 1980s, black may03 in metropolitan urban cities such as New
York, Chicago, Philadelphia, Washington,
D.C., and New Orletll1S were elected to offic:::e. Because of their appointive powers as
mayors, we began to see minority board
members in the transit industry. These minority board members began to influence
the decisions of their agencies as related to
the appointment of senior executive staff,
awarding of contracts, location of facilities,
bus routes, rail lines, pricing, marhting,
purchases of equipment, and the overall
development of transportation policies.
However.~ it appeaJS that over the lAst five
years the number of appointed or elected
boa.J:d members aild senior executive staff
positions, such as Executive Director, Gen·
era! Manager, Deputy General Manager,
Assistant General Manager, in the public
transit industry stabilized. In my opinion,
this trend has occurred for the following
re:asons:
CJ continued regionalization of transportation agencies or authorities;
CJ appointive authority expanded from
one municipality to several that usually involved suburban or rural communities;
0 boards approaching issues regionally
as opposed to the impact on an urban community (The ability of the local mayor or

coaununity to a.ffec.t policy decisions ls reduced.);
D lack o! minority political control on
tho appointive process;

0 appointments made by other govern·
mental bodies outside the ju.risd.lction of the
local community;

Totelemployeea

8 .8 mlllbn

Block

1.193 million

Executlve/Admlniotratlve

1.065 million

Block

85,000
1985

Bll<:k Males

Fe-

15~
9.~

Bilek ManagetS

1 5 .8~

Fomale Managers

14.4%

a

reductions in the number o( ap~
poiroted positions available to local elected
offidals.
C traditional institutional ~rs;
C the insensttivity of the majority community to the needs of the minority 0011'1munity;
D executive level employment opportunities exclude quolil:ied minority candidates (perpetuating the #Good Old Boy"
system).

Wltnt HnppetiS when Mi11orltles
Rftl Uruler Represented or Not
Represe,ted m the DecisiDIOIUJkillg
Proass?
0 Traditionally, lnll&portalion aervioes
and fac:illlies ore oriented to the urbM area
tho.t oJso serves as the plaoe of residence of
d>e minoriiy community. These service's
slsnJficantly influence the qt~ality of life,
such os a.iT quality, noise poUution, conges-

lion. However, these policy decisions s,re
ma<!e:by no~idents.

D T"""'porto.tion policy and long-term
pl.aruting decisions regarding fare sb'uctures, location of facilities, award of controcts, toll roads Md highway alignments,
type of services and eq.Upment provided,
service redud:ioJW, OJ:\.d 50 on, are made
without the input of the minority conunu·
ruty. More oftm, minorities are advemely
affedEd by these decisions.
0 Senior executive and policy level
employment opportunities for minorities
..,.. diminlshed.
.
0 Minority contractors are not aggres·
sively pu.tsucd to pa.rticipa.te in procure ..
ment opportunities. Because of tltis prac·
lice, employment opportunities for minority community-bas ed busin..,.es decline.
0 When operating funds s.xe reduced,
transit servi<oes are disproportionat ely cut
in the minority ccumounity.
0 Cllanges in fare structuTeS and service availability olgnl&antly influence the
transit-depend ent minority community
with respect 1x> acce.. lx> job opportunities,
medical, social services, and so on.

Mmority It~volvmumt m the
TmnsportRtto n Dectsionmnk mg
Process m Athutttc City
0 During tho toonure of the City's first
minority mayor, the Mayors offke partid·
pated in the selection of the first and only
minority executive director of the county
transporta.t ion a.uthority.
0 A representative of the Mayors office, the execu.tive dtrectoJ:', was selected to
serve as a member of the Authority's Board
of Directors.
0 Commllllit:y concerns regarding bus
routings and tra.ffic congestion were forwarded directly IX> the Board.
0 Senior sto.fi included minorities and
women ln d.e cisionmo.king positions.
C Minority employees who were pri·
marily concentrared ln entry level positions
had their salaries upgraded by 15 percent
during the fir&t ytlll' of the minority executive directors tcnun.

"Changes in fare
structures and
service
availability
algnlflcanlly
influence the

banait·
dependent
minority
community..."
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0 lvtinority vendors were awa.rd.ed contract opportunities.
0 Atlantic City owned the airport and
requ.ired that the contract opera.tDr hire and
promo!!! qualified minority candidates.
0 To solicit inp"t on developing trans·
portation policies or initiatives, outreach
meetings were held within the minority
COU\DI=ity. These meetings were attl!nded
by agency board members, senior staff, and
representatives of the minority community.

Minority
representation in
the
transportation
decisionmaking
process is
essential for the
dellelopment

and
implementation
of various
policles ....and the
future growth of
a total
community.

What Can the Minority

Community Do to GRin

Representation in the
Tmnspqrtatimt Decisionmltking
Process?
0 Identify and prioritize the transpor·
tation issues in your community.
0 Develop sho.rtand long-range strategies;

0 Understand the transportstion process and the length of I:Jrne req,.;..,d to
implement new initiatives;
0 Develop staying power;

0 Fazniliarize community representatives with the transportation decisionmaking process;
0 Identify commu.ni ty residents to
monitor the status of various trAI\Sportati.on
iss"es and attl!nd transportation a"thority
or MPO meetings;
0 Develop coalitions with other minority communities as well as the minority b..siness community;
0 Support elected officials who appoint
minorities to transportation policy boards
and senior executive staff positions.
0 Sensitize individuals appointed to
policy board and executive manageme11t
positions to the existing and projected """ds
of the minority constituents, as well as the
total community.
CJ Maintain regular meetings with
elected officials, poucy boo:rd member.; =d
senior staff to fazniliarize the agency with
the various issues affecting transportation
in the minority community.
Minority representation in the transpor·
tation dedsionmaking pro<ess is essentiAl
for the development and implemenln.tion of
vario..s policies to improve mobility, job
opportunities, economic development, and
the future growth of a total community.

Creating An Equal Opportunity
Transportation System
Angela Fogle
Transpcrlation Planner Ill
Fairfax County Transportation, VIrginia

L

ast year while examining the tmvel
and commuting trends identified in
the 1990 Nat>onwide Personal TrMSportat>on Survey, I noted that despite the
currenttransportat>onand a»' quality problelll8 experienced in this country, the use of

single occupant vehicles continues to rise,

and there is a decline in the usage of other
modes. However, studies such as these
seern to neglect to explore the impact of such
trends on the people without vehicles. In
reflecting on what originally sparked my
interest in the transportation planning field,
I recalled that during my original investigation of transportation related issues, I discovered that very little information existed
that explored or researched at a national
level how to design transportat>on systelll8
that serve the needs of the transportation
disadvantaged, specifically women and minorities. From that point on, I was on a mission.

This paper examines the impact the passage of Intermod.a l Surface Transportation
Effic:iency Act (JSTEA) has had over the past
three and one-half years, historic appointments to the United States Department of
Transportation (USDOT) by the Clinton
Administration, and the potential for increased opportunities for transit. In discussing the future, I will discuss the impact of
tha ne~...,

Republican Congress on transpor-

tation, specifically public transportation. I
will bmfly provide my perspective on the
impact the information superhighway will
have on the minority community and provide recommendations for improving the
current trMSportation picture.

The automobile has been touted as a
means of freedom and flexibiliiy ln people's

lives, but many people do not have safe,
convenient access to a. car ox other reliable
means of to:ansportation. Transportation
access is crucial to decisions such as where
an individual will live ox work and it can
have a profound impact on the quality of
life. Most of the captive riders using mass
transportation systems are the economically
disadvantaged, the physically challenged,
women. the elderly, and minoxs.

Over the past 30 years, transportation
and land use plannlng have closely followed
two major events that occurred in major
metropolitan areas: the relocation of whites
to the suburbs and the construction of the
interstate system. Since 1950, more than 85
percent of national population growth has
occurred in suburban areas. Currently 44
percent of America lives in suburbs surrounding the central cities of large metropolitan regions (Pisarski, 25). Transportation systems within major metropolitan areas over this 30-year period were designed
tx> meet the commuting needs of those fleeing the central cities. For example, in Baltimore, Chicago, Cleveland, and Detroit,
whites made up as much as two-thirds of
the central city population in 1960. Census
population datasuggesl!)d that while whites
made up 82.2 percent of the cento:al city
population ln urban areas in 1960, by 1990
whites mede up less than 15 percent of many
central city populations in urban areas.
During that same period, the nonwhite
population in many central cities of major
metropolitan areas more than doubled.
Women and nunoritiesmake up a small
per:centage of englneers and planners in this
· country, although they represent most of the
transportation users. A 1991 AmeriC<Ul
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"The Nationwide

Personal
Transportation
Stney (NPTS)

results
suggested that

Am canAmericans and
Hispanics
repreaent the
largest group of
those who walk
or use transit for
work trips."

Pltuuting Association survey dete>=ined
that only 5 percent of those in the civil engineering profession are women and 7 percent are minorities. In addition, women re~
te$ent 26 percent of professional planners,
while minorities represent only 3 pettentof
all planners (Lewis, 13}. An examination of
the existing transportation systems in many
major metropolitan areas in America as they
relAte to population, housing, and employment b'ends, infers thet ethnic and gender
d:isporities within engineering and plAnning
fields have had a negative impact on transportation d edsionmaking in tlUs country.
Millions of research dollars have been
spent analyzing t:ta.nspoxtation trends in
America. Historically, transportation models used to forecost travel trends have represented the travel patterns of white males.
Therefore, despite the drama.tic shift in the
demography of major metropolitan areas,
when reports on COII\II\Uter travel trends are
u.p dated to determine futu.re transportation
needs, the data continues to represent the
travel patterns of white males. Transportation data, and more specifically, mass transportation data should be designed to consider the travel behavior of a broader spec·
trum of the general P"blic.
Many consider the pAS$&ge of ISTEA to
represent the beginning of a new era in
transportation decisionmalting, due to the
Ad!s provision of greamr opportunities for
public involvement The Federal Transit
Adminiotration (FTA} and Federal Highway
Administration (FHWA) jointly developed
metropolitan and statewide plAnning rules
and regulations to gllide the development
of transportation plans and programs under ISTEA. The regulations require greater
opportunities for non-traditional participants to provide meaningful input during
the transpo.r tation dedsionmalting process.
Non-traditional participants include such
groups as the railroad and trucking industry, environmental groups, businesses, m:inorities, and the elderly.
In order for tlUs new legislation to influene<! the transportation disadvantaged,
however, a great deal more than opportu·
nities to ptovide input during the process
is necessary. Txansportati.on decisioru::nak·
ers must design transportation systems
thet provide soie and affordable access to

socioeoonotn.i-c basics such as housing and
employment opportunities.
Unfortunately, state departments of
transportation, which are predominantly
comp0$ed of white males, continue to control the decisions concerning the design and
construction of transportation systems in
tlUs OOWltry. Therefore, existing transportation systems reptesent the travel needs of
white males.
The American Public Transit Association's (APTA)"Access to Opportunity: Linking Inner City Workers to Suburban Jobs"
report suggested thet federal investment in
highways has been four to five times higher
than investment in transit Over the past
forty years, two out of every three new jobs
created have been in the suburbs.
The Nationwide Personal Transportation Survey (NPTS) results suggested that
African-Americans and Hispanics repres011t
the largest group of those who walk or use
transit for wo.rk tripe. It also was deter·
mined that those who live on the worst
housing are more likely to walk or u.se transit During his testimony at the 1~ Congressional BlAck Caucus TransportAtion
Braintrust, Federal Transit Administrator
Gordon Linton stated thet African-Americans comprise opptoximotely 11 percent of
the population and represent 33 percent of
t:r8115it riders. Hi&pa.nics represe.nt 8 per·
cent of the population and approximately
16 percent of public transportation riders.
Whites make up 70 percent of the population and 44 percent of users of public transportation Mr. Linton also emphasized the
fact thet transportation is a vital link to opportunity.

After giving a great deal of consideration to the many $sues I have raised, Iconsidered these options (Unfortunately, my
solutions to these problems are not very
original.}:

0 Push for radical changes in DOT
funding. If tlUs does not occur before reauthorization, then ISTEA is in danger;
0 There is great opportunity to link minorities with environmentalists because in
a sel\Se their goals are the same: control
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growth , preserv e existing in!rutr uct.ue s,

and make jobs more accessi ble to people ;
0 Make careers in plannin g and engi·
neering fields """"' more reward.lug to our
youth, such as school dU!dre nand inner city
.
progra ms;
0 Teach children about planning. The
LouisiAna. AP A Chapller has " one week
camp for teeus.
0 A short-t erm bandag e is to increas e
"'wrse commu ting opport wutla that will
link inner-c ity worker s to suburb an jobs.
Meanw hile, land use and growth control
measur es must be examin ed. (In the current political climate , realisticAlly, I do not
<>nticipate a great deal of suppor t for thls
option. );
0 Minorities must increas e theirkl lowledge of what is at stake with the inform ation superh ighway.
Under lhe Clinton Admin istratio n, reverse commu ting is being promo ted again.
Southwestern Metro Tr&>Sit Comm ission
(SMTC), Eden Prairie, Minnes ota, is on example of a transit agency commi tted to reverse commu ting opportunities. 1M agency
coven three subutb an <:ommu.ni.ties in the
Minnea po!Js.S t Paulax eo. With a siMlls er·
vit:e areo, popula tion of 70,000, SMTC operates 15 expr:ess trips with a 10-vehit:le,
deman d-respo nsive paratro nsitsys temand
a fo ur-bus shuttle system that connec ts to
the regiona l transit system. Tite system w ide ridersh ip of 275,000 is anticip ated to
double. The systom has had a ridersh ip in·
crease betwee n 20 and 25 peicen t each yeax
with no maxke ting necessary. In 1992, 200
one-wAy reverse commu te route&were pro..
vided;n ine month s laler 5,578 one-wa y trips
•~ere provid ed.
Revers e aoo:nDnmmtule funds come ·directly
from o &moll tax assesse d to homeo wners
and busine sses in each commu nity and go
to the region al transit au.thor ity. N inety
percen t of funds collect ed goes back to
SMTC. 1M transit ageJlcy """'lve s no state
or federal funds.
SMTC sponso red a job fair at a su.blU'bon mall Initiall y, 50 compa nies paxtid ·
pab!d. Out oflhe 400 people there, approx imately 150 people Wen! hired for Nll-time
perman ent p06itio ns with full benefit packages. SMTC has already dralm inllerest
from 100 employ ers for the next job fair.

lim INFORMATION SUPilRHIGHWAY
Accord int; to the May 1994 issue of
Black Enterp rise, the FCC announ oed plans
to auction ._000 person al comm11I1icat!o n
service license s (PCSs ). PCSs reprea ent
wireless, non-al lular syslem s design ed for
compu tets, cordles s telepho nes, Iaxe$, and
pagers.
Accord ing to the ju.ne 1994 iosu.e of jet
znagaz me, the Inform ation Superh ighway is
Blled with rood blocks for minori ties and
women . And...w Barn!t t Comm issione r of
the FCC feels that taking advant age of the
inform ation superh ighway may be too expensiv e for minori ty-owned firms. It is dlf.6cult for minori ty busine sses to get bank
loans to develo p proper tla, such as dividing the airwav es for wiNless commu.nica·
lion service s. Of the approx imately $800
m.illion in bids receive d by minori ty companies , many default ed on their payn>ents
due to finaltciold.i.Eiicultioo. Mr. Barn!ttl<lld
that•many laxge players in the teleoommu.nic..tion indu.stry will bid on the spectru.m
to block any particip ation by women and
minori ties on the inform ation superh ighway."'
An~ in Busines.o Week magui ne
sugges ted that in 1978, only 0.5 percen t of
the 10,000 broadcast properties were owned
by minoritie&. In 1995, only 2 9 percen t ore
owned by mlooril:ies. Congre ss recentl y
voted to eliJ:ninate the minori ty tax break
citing abu.se by big compa nies using smcill
minori ty busirtcsses os fronts. The VIACO M
deal was one apectflc examp le where Frank
Washin gton owned only 20 percen t of the
ooznpa ny, but VIACOM stood to gain $600
m.il1ion in tax breaks .
lnte..,. tingly, the article •eezned to look
only a..t abusea o.nd not at success stories in
a...os \<>here minorities were locked out The
Granite Broadc asting Group i1> an examp le
of how the progra m could work positively.
Granite sales ore skyroc keting and shares
are very ltigl~ The compa ny continu es to
acquire new etations.
Accord ing to an article entitled "Technological Bypass: Getting Around the Information Superh ighway Roadblocks" by

" ..•many large
player s in the

tixar1 1 uication
induq y IMII bid
on fie spectr um
to block any
partic ipation by

wome n and
minor ities on the
infonn atlon
super highw ay."
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Reginald Stuart in Enrerge maguine, just as
with the interstate highway " Biacl< Americans risk being roadJcill on the tnfonMiion
superltighway .• There is a need fo.r techIlologica lly literate chUdren in minority communities because the potential for
separa.tirlg the haves and the havt-nots is
great The information superhighway has
the potential through the internet to connect

homes, businesses, work places, schools,

"'Black
Americalll risk
being roacl<ill on
the information
superhighway.~

and so on. It opens many opportwlities for
computer users. The Bureau of Cenaus dAta
on computer use idenl:l!ied the foUowing
trends in 1989:
At home, 26 peroent of white children,
ages three to 17, use computers, while 8.4
percent of black childfft'o and 28.1 percmt
of other noce children use COIIIputers. Of
those persons 18 and older, 18.3 peroent of
whites use computers,8.4 percentofblacl<s
and 20.9 percent of other ra«t. At school
48.2 pen:ent of while students, 27.6 percent
of black students, and 43.6 perc..nt of other
race student$ use computers. (Note: m0$t
minority schools do not have computers.)
On the job, 48.2 peroent of whites, 27.6 percent of blacks, and 36.4 percent other races
u.se computers.

H ow TRANsrr Is FARING IN nill
FUNDING AREA
In the new Congress, it a.ppears that
many Republicans view masa t:nmsportation
as another social program, then! fore ellglble
to be cut or ellminsted in the future. They
contirlue, like many, to overlook the hidden
costs of driVillg. New budget propooals by
Republicans all support cuts to transit Md
other"social programs.• They puah toward
privatization by forcing states to be responsible for providing tTansportation. Obviously, they wo"ld have to seek assistance
from the p rivate sector.
The new RepubliCM governor of New
York, Pintak~ immediately pressured MTA
to eliminate subway and bus service ro.t her
than raise lares. Under the MTA Board's
plan. express bus service hos beon eliminated_, subway shuttle hours have be.en
eliminated, and some stations are being
closed. These types of cuta often push
people back to their cars and cause others

IX> lose their jobs. Public transportation for
school kids is also affected.

ImpRCt of the New Repu&liam
Congress on ISTEA atul Ot her
TransportlltUm RelRted Issues
The National Governor's Association's
(NGA) full scale attack on the C lean Air Act
has been very successful thus far. The .Republicans have maneged to req\lire the Environmental Protection Agency (BPA) to
scale back the req\lired enhanced Inspection
and Maintenance (1/M) programs and efforts are underway to abolish mandatory
employee commute options (ECO) programs. Earller this 1n0nth. mombeTS of the
NGA met with the SPA to discuss playing
a gteater n>le in tevising or modifying lransportation conformity requU..ments- The
NGA would like to reevaluate the Clean Air
Act Amendments (CAAA), opedf!cally the
transportation conformity portion.
A closer examination of the impact of
revamping the conformity requirements
identifies several obvlo..s factors. Conformity requirements are viewed as a threat
because they require stAte Md lOCAl governments to explore options other than laying
downD"tOre pavement. It reooaunends con·
trolling sprawl, encourages revitalization of
downtown areas where th.e in.&estructu.re
already exists and transportation a ccess i.<
not reliant-on the autx:nnobile, and has xne:ant
_reex411'\in.mg reverse commuting. \\'hen
Congress enforoed effor1s to pn>moto clean
air by enacting the Clean A1r Act Amendments and IST'EA. they were not fully aware
of the impacts-

NATION HIGHWAY SYSTEM (NHS) vs.
NATIONAL TRANsiT SYSTEM (NTS)
NHS is still under consideration, NTS
appears to be no longer under consideration
The year 1992 brought minorities and
women greater opportwlities for aclvancement with Clinton's historic eppointmenb!
to the USDOT. In order for the goals of
IST'EA to be met. political p,....sure must be
exerted to ensure the stAte DOTs, MI'Os,
and local planning agencies develop lransportation plans and programs that ad-

equab!ly ·serve oil Americans. Minority
leaclers need to become more involved in
lr4n8portation >:elated issues because lr0!1Sportal:ion can be used as a tool to Improve
the social and economic conditio"" of their
coMI:itu.ents.The statewide And metropolitAn planning regulations suggest that within
metropolitan areas, to ensure that tN needs
of
all
citizH~S
ere
met,
• ... the penonafinvolv etnentof central
city e.lemd offlrials in the planning process
will be a significant factor in deteanining
whether their priorities are included in metropolitan transportAtion plans and prognms. Their involvement also provides a
mechanism for ensuring that central city issues, such ""• access to jobs and nffordoble
housing, reverse conunutc concerns, ud
economic stimulation through redevelopmentor mobility projects, are addressed (23

CFR Part 450.300).•
It is Important that elected offidals acknowledge the linkages between lr4n8po~
to.lion access, poor quality of housing. and
th.o high unemployment rates in their -as.
The next step lor elected offjQals is to b ecome £amilla.r with the new legislotion and
determine how funds can be used to "empower'1 their c:on:u:nunitiee.
Minorities must seek key roles as stakeholders in the traMportation decislorunaklx1g process in order lor their transportalion

needs to he represented. Efforts should he
ciueGted IOWArd .tlevoloping strong outreach

piograms designed to increase minority ropresentalion on MPO Boards and serving on
influential transportAtion,. technical,. and
policy
committees.

Closing
It is an honor to be invited to participate as a ponelist et this event When I te.ceived the lmalegendaand noted the mauy
distinguished speakOIS who would be participating. I felt a bit overwhelmed; perhaps
slightly intimidated. D ur"'g graduate
school and my early years as a planner, I
have had the opportu.nity more than once
to hear many of tlwn speak. I only hope as
I progress os a planner, I can serve as an
example to othet11 in the some manner as
my peers have se<Ved as an example to me.
I challenge oil present to reexamine the role
we can play "" planners end engineers. We
must consider how llO Implement policies
and plans that will improve transportation
accessibility for the transportation disadvantaged in ou-r co11\Dl-wUtiM and Tegions.
Often it is observed that providing atcess
has bee.n ovedooked. This: is not done in·
tentionolly, but simply because those pe,rsons designing the system neglect to consider people who are not "like them."

"It ia important
that elected
officials
acknowledge the
linkages
between
1ranSportation
access, poor
quality of
housing, and the
high
unemployment
rates in their

areas."
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Transportation Redefined
Marianne Taylor Crate
Citizen Participation Coordinator

East-IMJ.st Gateway CoortRnatJng Council
st. Louis, Missiouri

Bilekground

-

F

or many residenbo living In the wban

cote of the St Louis mebopolitan region. access to employment and olher
opportunllies has been limlted by several
factom. 1bese include, but are not limited
to, a lack of per.sonal transportation. land
use and. development pettems, and. shifts
In omployment from manufacturinf; to ll<!.rvlc<l sector jobs. These are the barriers that
individuals and communities must overcome to become self-<>ufficil>nt And sWltnin-

cess toward the ~riences of the transpo,...
tation customer. It focused on r;even, broad
regioilal goals
0 resource coru;.ervat:ion;
0 acoess to opportunity;
0 congestion znili&>l:!on;
0 goods management;
Osafety;
0 sustalnAbiAI development; and
0 preservotlon of the infrastructure.

Disparitres ill tlw Regitm

Able.
Propelled by the tough ques~ns and
cholc<ls proposed by the federollnten:no dol
Surface Transportatio n Efficiency Act
(ISTBA)of199l .lhe &st-WestGatew ayCoordlnatlng Council began the development
o f a new plaruting process In w!Uch members of four agency departmenbo were
brought togeth.e r with several cili.I:OJ\$ ond
profossiotullstakeholde. groupe to develop
a new way of doing business. nus processI
entitled "Transportation Redefined/' tefocused transportation decisionmakil1g on the
opeclflc needs and experiences of the transportation customer.
ln September of 1994, the Council
adopted a ne•q 20-year transportation plan
entitled, "Transportation Redo!ined." Thls
plan, wilike previous rogionol t:ansporta~n plans, went beyond the mere listing of
what projecbo would be implemonted over
the next twenty years to describing how ftiid
why certain project will have priority and
the ways in which progross will be me8·
au red that orienbo the decisionmaklng pro-

Problems associated with immobility
are most often lnvioible to those residents
who travel&eely and lndepondenlly around
the St Louis metropolilan region. However,
an old car that will not start, 8 transit trip
that is too long, o childcare center three
blod<S off the bus line, a van without a lift
and bus service that ends before the rught
shift is over are all "little" lltings that con
p.-esentenonnou s obstndes to the individuals and families wl1o experience them.
While these probiAims manifest themselves
8tthe loco! commwlity level. they are a part
of 8 broad regional dynamic.
At the close of the World Warn, theSt
Louis area was the eighth largest city In the
United States will\ a pop..Jation of more
than850,000peo pleancl popu~ndensity
of 14,000 pe.sons per square mile. Fortyeightpercent of the region's population was
In theCityofthaSt . Louis,65 per<>!rltofthe
businesses, and more than half of the
region's jobs were there. Tod.B)', however,
the picture is very different
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"Community
Mobility Mar1<et
Analysis
planning was
designed to

ellSla"e a
reasonable
range of mobility
choices for all
citizens of the
region. "

St Louis is a region of neuly 4,500
square miles whose assets ue geographically dispersed, but well-connected by an
expansive roadway system. According tQ
the 1990 Census, the metropolitan uea is
the 17th largest in the United States with a
population of 2.4 million people. Developed land in the St Louis metropolitan region increased by355 percen~ with the largest rates of increases occurring to the west
and northwest of the center.
Between 1950 and 1990, the City of St
Louis along with 13 other smaller municipalities that border the city, lost more than
half ils population. Twenty percent of the
region's population lives in these coau:nunities but make upSOpercentofthe region's
poverty. Most of these ueas ue more than
90 percent African-American. Residents of
these coau:nunities are more than twice as
likely tQ be unemployed as those in other
puts of the region. They live in households
that are nearly seven times as likely not to
have a private vehicle, yet less than 50 percent of the region's jobs are accessible by
public transit Higher portions of youti\,
older persons, and persons with disabilities
live in most of these communities as well
Concerned that the continuation of suburban development patterns without complementary investments in the social and ph}'Si·
callnfrastructure of the inner cities may result in further deterioration ofthe urban core
and a widening of the economic gap that
already exists, the Council began tQ refocus
its planning efforts.

Cmnnumity Mobility MRrket
Atullysis Planning: What is it?
In 1994, the Council developed and began implementation of ftll ambitious community piaxming initiative tQ engage 1'>Si·
dents of the St Louis metropolitan region
in the transportation decisionmaking process. 1h.is initiative, entitled ''Community
Mobility Market Analysis Planning;" is being 1'>plicated and integrated throughout the
daily transportation planning activities of
the Council.
Community Mobility Market Analysis
planning was designed tQ ensure a reason-

eble range of mobility choices for all citizens of the region. Its primary focus is to
improve access to employment and other
opportunities for residents of inner-city
communities who have not been weUserved by the transportation system in tile
past O:>mmunity Mobilil:y Market planning
targets areas in whi<:h the Wlemployment
ro.te is at least twice as high as the entire
region. It calls for community residents and
regional piaxmers to work tQgether tQ asse55
the b:anSportation and other mobility needs
of selected communities and establish a set
of short-term milest<:>nes. These milestones
will be used to gauge progress tQward longterm objectives. This planning process is
&rounded in an asset-based approach and
u.ses the wealth of resources foW\d within
cononunities to overcome the effects of pove
r
t
y

Description of the St. Louis
Region's Community Mobilit1J
MRTketArea
The Community Mobility Market
Analysis Area for the St Louis metropolitan region has been divided intQ two study
areas, one in Missouri and the other in lllinois. These areas are inner city areas with
relatively high levels of unemployment The
first mobility market area, found in MissouJi, comprises the northwestern portions
of the City of St Louis and neighboring
northeastern portions of St Louis County.
Th~ are older, well-developed areas tho.t
have been losing population and employment since 1950. The 1990 population for
this area was approximately 82,400. Less
than two-thirds, 61percellt. of the residents
are adults of working age. The unemployment rate of 11.6 percentcompued with the
regional rate of 6.4 percent Fifty-five percent of those unemployed and looking for
work were men and 45 percent were
women. Although the initial area. was defined by clustering census trects, when the
area was redefined by municipal boundaries, more relevant from a. community
viewpoint;, portions of 13 discrete municipalities were included.

ThAN5PORTA'nON' RJ'DllPINJlD

Unlike the first mobility market study
area, the second study area comprised only
of the City ofEastSt Louis. This city has a
broad geographic area, 14.4 square nUies,
but a population of only 40,944 that is half
the size of the Missouri portion of the mobility market area. Between 1980 and 1990,
the city has expe.rienced a 26-percent loss
in population. Fifty-nine percent of the City
residents are ndults of working age4 The
unemployment tale in the City in 1990 wo.s
24.6 petcent, almost fom times that of the
region o.s a whole. Only 3,559 adults of
working o.ge are listed as unemployed;
14,316 people, aged 16 and older are not in
the labor force and not counted in the unemployment figures.
There is an enormous level of econo.mic
disparity between these two communities
and the region. This level of disparity reflects the negative &ide of the movement of
jobs and middle to upper income house- .
holds mto suburban areo.s. It also suggests
that the current transportation system is not
fully supporting the economic and social
11eeds of the population left in the region's
core.

Steps in the ComttiUIIity Mobility
Market Plmming Proass
Once a geographic axea has been d.e£ined, the planning process consists of the
followmg steps. These steps do not have to
be eompleted insequ011tialorder. However,
each component is necessary for effective
implementation.

S'.ll!P 1 IDl!N'l1liY A CoMMUNI'IY
M oBlLITll ADVISOR)( GROuP
The group identified should be a bro.,dbased group with representatives from all
the relevant stakeholders in the mobility
:market ftl'e,a. It can be an existing community-b..ed gro"p or" newly formed group
convened solely for this purpose. The Advisory Group will have the following five
primary functioi1S:
0 to ensure that all relevant information about the area is taken into account;

0

33

. IJ.to ensure that the sb:ategies considereci,.~,~elected m:e implementable and
appx:opria.te;

0 to £ind ways to coordinate transp ottation improvements with other investments in the area;
0 to monitor and evaluate strategy
implementation; and
0 to act as advocates for the needs of
mobility-<lisadvanto.ged persons in the regional planning process.

ST!!P 2 CHARAcrmuzE IMPwiMENTS TO

AcCESs
In this step, mobility .impediments of the
area are documented. "Mobility .impediments" may refer to a range of characteristics, inducting: private vehicle OWJiexship
rates, educational atta:irunent. rates, ina.d..
equate publi<: transportation service, poorly
maintained facilities, distance from major
employment or service centers, crime rates,
structural barriers at trAI1Sportution facilities, lack of information about how to use
public transportation, absenoe of clWd care
or other support services accessible by existing transportation modes.

ST!!P 3 CLARIFY MoBlLITll 0BJECTIVI!S
This step calls upon the Advisory Group
to clarify as well as valicl.a.t e the identified
mobility goals and objectives to which community mobility straliegies will be applied.
"Mobility objectives" a.re aspects of economic and social access that can be sup..
ported by transportation and other mobility-related objectives. For example, improvedemploymentratesinthemarketorea
is a mobility goal that can be supported by
the mobility objective of incr...ing the number of home-to-work trips from the mobility market area to submban employment
centers.

ST!!P 4 IDl!N'l1liY ORIGIN AND
DESTINATION POINTS

In this step, origin and. destmation
points are determined. These points are
defined by the eommunity. They can be

''This level of
disparity_,
sugges!s that
the current
transportation
system is not

fully supporting
the economic
and social needs
of the population
left in the
region's core.''
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points within or outside the mobility ll:ULI'ketruea and am refer to residential, se.J:Vice1
or 4ttnployment cenmts.

S'l'I!P 5 INvENToRY CoMMUNITY
CAPACI'n'

The inventory of the community's in&..tructure, is the m<>Ot important sb>p in
this entil:e community planning ptocess be·

''The inwn11lry
of the
community's
infrastructure, is
the most
important step in
this entire
community
planning

process
because it
focuses on
assets rather
than deficits.."

cause it focuses on assets rather thAn de£i-.
cils. These assets are multidimensional and
include those at the neighborhood, community, OOld regional levels. For purposes of
this study, wemodifiedOOldadopb>d a com·
munity capacity assessment tool developed
by John McKnight OOld associAII>s at North·
western University's Center for Urban Af·
fairs and Policy Research. This tool consid·
ers three levels of assets available for potential coJrdl'lunity improvement They are
a community's:
0 primary building blocks (assets and
capacities found inside a neighborhood and
largely cont.:olled by the neighborhood);
0 secondary building blocks (assets
found within the community but largely
cont.:olled by outsiders); and
0 pob>ntiAI building blocks (resources
originating outside the neighborhood and
conb:Olled by outsiders).
A few examples of each of these building blocks from a community mobility
standpoint are as follows:
Primary building blocks for mobiJ;ty:
0 residents with autos who are willing
to provide rides to neighboro;
0 neighborhood-based carpool or
ridesho.re programs;
0 existing information and communication channels connecting mobiJ;ty disad.·
vantages with persons in the community.
Secondary building blocks for mobiJ;ty
include:
0 existing transit and paratransit ser·
vice in the community;
0 light rail se<Vlce through or stopping
in the neighborhood;
0 existing or planned transportation fa·
ciliti.es or imp rovetntmts in the conununity;
Ocommunity reinvestmentbanks serving the community.

PotentiAl building blocks for mobility:
0 local, stare and federal transportation
funds for which projects in the community
may be eligible;
0 employers OQ!side the neighborhood
who might provide b'ansportationsubsidil>s
or s.eTVices;

0 transit or paratransitse<Vlce currently
available outside the community that could
be expanded into the community.

S'l'I!P 6 IDENTIFY PoTENTIAL
lMPROVI!MENT STRATllGIES

This smp is often the most difficult smp
in the planning process because some of the
sb'ategies to be implemenl2d go beyond !:To·
ditional transportation improvements. The
criteria used to identify potential CODUJ'\Unity mobiUty markets ofll>n suggests thot
they will include the transportation system
as well as the human service system, the
area economy, educational system and.oth-

ers. The abiJ;ty to connect aspects of these
various systems at the neighborhood, com·

munity, and regional levels becomes cruciAl

S'l'I!P 7 SELECT nm PR£FERRED
STRATI!GY(ms)

The seventh step in the coaununity
mobiUty market planning process is to se·
lect the preferred strategy. Selections are
evaluated by using techniques of cost-benefit analysis specifically developed for mobiUty market purposes. The community also
is actively involved in the selection process

by helping to dellerrnine whether the p.r e·
ferred strategies are appropriate and can be
carried out

STEP 8 CoNSTRUCT nm ACilON PLAN
In thls ste.p , an action plan is constructed in cooperation and collaboration

with the Advisory Group. The plan should
include these elements:
0 the selected straregy or package of
strategies;

0 delineation of roles and responsibiU·
ties of lead agencies, oxganizat:i.ons, or in·

ThA"NSPo.r•noN R•o•l'IN"liD
slill>lion& who will be respoll$lble for the

plan'o implem<mmtion;
0 " financial plan;
CJ a commu ruty educat ion ond commu ruc.tio n slz'ate&Y; and
CJ an evalua tion plan which Include s a
pre and post assessm ent of short ond lollgtenn perform ance mcas-u.xes.

STU 9 SECt!RE F UNDING
'I'M final step in the analysi s of the oommW\lty molrili ty JXWket planlli ng proooss is
to seciU'e funds for implem enmtio n. For the
banspo J1ation elemen ts,thism aymeo nsubmisslo n of the project for progtaDUn.ing on
the trAnllpoxt.>tion improv ement plan (m'),
conside ration of other federa l enhanc ement
funds, or other source s of public ox private

funds.

The Imple numta timt PhRse: WhRt 's
HRpp elwl?
Since the implem entatio n of this inno-

vative commw Uty-or iented plannin g process, seve:~:al importa nt lessons have been
learned . A few examp les of thooe ways in
which we have attemp ted to addres s some
of them axe as !oUowa:
1. Econom ic and oocially dislz'<>s sed
commu.n.ities are wary of "out&iders' ' - especiall y govemme~~t:ol orquas i-govcm mental agencie s, as the Counc il is ~ed to
be- coming into their commW \llies bearing the "We Are Here to Help" bannex.
The Counc il is not absolu tely sure how
to addres s this concer n effectively. However, it has made a com.mit:tnentto continu ously e~~gage residen ts of these commW\1ties in the plannin g process by closely working with institu tional and neighb orhood
partne rs who are respect ed and trusted in
the community.
2. Planni ng il; a long-U ra\ proces s,
underta ken to addres s long-st anding problems or lso~>es, and involve s many players
in the commW \lty. The proces s needs to be
flexible and to allow !or relevan total<e holders to now in end out
3. Transp ortatio n is such a broad issue and means differe nt things to cllffere nt

people. M.. t people do not undero~d
hew IZ'ansportation plannin g takes place e.t
the commW \lty level
To addres s this Issue, the Counci l min
the proceso of develo ping several in!o~
tion guides. 'I'rulse guides axe designed to
educab!!d people not only about the transportati on plannin g proces s but how to access the tr...,.it system . Such a guide, currently being develo ped for this purpos e, is
the tramit ....,,.., guide. 'I'M guide is designed to provid e users with infonn ation on
employ ment related service s and how they
can be accesse d by those parts of the current transit system connec ted by light raJ!.
It is called "Link-U p to Sucoess.•
4. Gettm g people involv ed in the
transpo rtation decisiorune.king process requires corulalltly educ•l ing people about
the issu.e . A series of commu .nity edu.cat ion
forums in the City of St Lou$ "' being d.,_
velope d as e. respon se to this concern. 'I'rulse
lotums are design ed to focus on how decisions AI:e made abou.t b:anspo rta.tion tn 4
commW \lty and specific ways in which residents can be involve d in identif ying problems and promot ing strateg ies for improv ement A guideb ook, entitle d HGet Connected : A Citizen s GuJdo to CommW \lty
lnvolvem<!lll;.'' is being develo ped to complemen t these session s.
5. A well though t-out commu .nity
p lanning irUtlative is only as good as its di&semi1Ultion mechan ism. 1n a.ddres smg this
issue, the CoW\c:i l has develo ped severN
transpo rtation neWsle tters and began collaborat ing with many non-traclitionaltra.ruoportati on partner s to edncaw people about
transpoxt..tion as a crilical element ill community .-evitolization and economic development This medlan ism also is used to
dl&Geminate inform ation about the transpo rtation clecil;ionm<lking proces s.
6. A plannin g process thet is too long
and requires too much time before the group
begins to see some n!SUits is e. proces s thet
is bo=d to £ail.
7. Most people think of transpo rt»lion
in a vacuum and do notsee tl\4ttra nsporta ...
&n can be used to revitali ze and stabill u
conunrmities.
One of the most excitin g initiati ves that
best reflects a proacti ve rcspons e to this concern is a joint ventur e betwee n the Council,

a
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"Most peopl e
lhlnko f
lranspor1ation in
a vacuum and

do notae e that
transportation

can be used to
revitalize and
stabilize
comm unities ."

the Mlssouri DepartmentofSoda!Services,
the Urban Leogue of Metropolitan St Louis,
the Bi.Stabe Development Agency, and the
Economic Council of St Louis txl develop a
project design for a four-year initiative to
link inner-city teSidents to suburban job
opportunities. This initiative, entitled
"Bridges to Work," i!lpartofanationaldemonstration project designed to measure the
extent to which o. well~es~ed tro.nspoJ7ta.tion-support service program can keep
inner-city residents employed and by that
stabilize both families and communities.

''11\brking
together is often

a foreign
concept and no
one likes
changes in the
'way things haw
always been

done."'

Continuing Challenges
Although we feel this way of doing business has ollowed us to embrace thespiritof

ISTEAfully, there still are many continuing
challenges. These include:
1. Coordirulting the goals and objectives ofall the relev81\tstakeholde1:$ in a constantly changing politico! leadership structure.
2 Getting people involved in areas
they have not participated in the past, like
transportation plaruUng.
3. Getting systems to work together to
aHect change is di££icult Systems are designed to maintain themselves. Working
together is often a foreign concept and no
one likes changes in the "way things have
ahvays been done."
4. Getting people to understand that
transportation is a critical e-lement in revitaliz.ing and stabilizing communities.
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A Broad Human Factors Approach
Intelligent Transportation System (ITS)
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Abstract
In order for the Intelligent Trav<l System (ITS)
to btntftt its poltnlilll users, the chRI'II<Ioistics
of ll~e~t users lhtli art nleuanI to lht effo<tive
utilization of ITS must itnT=I !he design and
drp~toflhe technologies. Afriam-Amoicans, in gttlmll, and 1\fiican-American tlderly,
in partic11utr, may be at risk of becoming
marginali>ed as users of ITS rmltss ITS tech·
tJologles nrt made acas$ible to tl..m. 71ris J?7"'
sentalion discusses some of the issucs that need
to be extm1i11ed to frtlftll the promise of ITS for
African-Amoica71S.
s we approach the 21st ~tury, the
reality ofTI'S looms closer.
and
ts related technologies promise to
facilitate travel for drivers, users of public
transportation~ and pedestrians through
safer. more efficient1 and cost..eff~ctive
means. However, beyond the engineering
progress that is crucial to such dovelopmen~
the proper assessment of the end user is one
of the most important considerations for the
impleme.n tation of a system that will func.
lion as designed.
.One method that permits an effective
assessment of the end user is the Human
Factors approach. "Human Factors"' refers
to a body of knowledge and methods applied to the design of objects and environ·
ments used by humans. lt5 major objective
is to facilitate the use of objects and environment$ b y the individuals for whom these
were designed. The Huma.n Factors ap-

rrs

preach conceptualizes the person, the
object(s) and theenvironment(s) with which
the person interacts as three components of
a system. It follows that any change in one
component will affect the others.
In the Human Factors scheme. the per·
son consists of a set of characteristics
deemed relevant to their performance with
an object in a specific environment. These
characteristics may include cognitive, perceptual or sensory, and physical capabilities. The object(s) and the environment consists of a set of demands that are imposed
on the user. These demands may include
actions that must~ performed to acxomplish specifk tasks. These demands may
require expendltuJe of cognitive, physical,
sensory resources or capabilities. It is posited that mismatches between the usets capabilities and the environment's demands
may result in a poor performance at best:;
at worst, injury or death.
A Human Factors analysis poses three
questions: What are the tasks to be acco.rnplished? What are the characteristics of the
pezson who wUI accomplish these tasks?
How will th~ tasks be accomplished?
The identification of the characteristics
of the purported user that are relevant to
the system will penni! the development of
hardware and software that are easy to usc.
A description of the steps follows.
\-\THAT NEEDS TO B£ ACCOMPUSHED?

A multitude of options will e xist under
ITS depending on the needs of the traveler.

For the traveler - the driver or llSet of pul>lic transportation - these options may include the following:
0 Pre-Trip Travel Information to obtain

information regarding road conditions, de-Jays, suggested alternate routes;
0 En Route Guidance that may consist
of navigational information as graphic clli-

"...certain
characteris1ics
of the user will
be relevant1D
access and use
of ITS

technologies."

plays such as maps, written display on a
television or computer monitor, or spoken
information;
0 En route Transit Information will
most likely be available to users of public
transportation or pedestrians. It may include transfer points, dest:inations, and so
on.

abilities. While there are individual differences in the ways people process information. such factots as diseases may criticaUy
affect these capabilities.
0 Socioeconomic Status, although not
usually a concern of Huma.n Factors, but
rather of m.ark.et:irlg, is another characteristic that needs to be brought to the forehont
of relevant characteristics that impact upon
access and use of technologies is socioeconomic status. Specifically, the financial resources of the end user wiD impact his or
her access and, thus extend the use of a specific technology.

How WILL TilE TASKS BE

W HO WILL ACCOMPUSH THESE TASKS?

ACCOMPUSHEO?

As mentioned above, certain characteristics of the user will be relevant to ac~
technologies. These may inand use of
clude:
0 Anthropometric or Biomechanical information such as a person's height, weight,
the amount of force that can be cxert.Jd to
perform an action, and the speed with which
that action can be performed. For instance,
specific health conditions, such as arthritis
or Parkinson's disease, can affect biomechanical capabilities of a person. These conditions might impact the use of a keyboard,
telephone keypad, or other activities roquiring fine motor skills.
0 Perceptual or ~nsory refers to visual,
auditory, and tactile capabilities. One or aU
these capabilities will be involved in practitechnologies.
cally any interaction with
Therefore, performanc:e will depend on the
capabilities of the individual in that domain
and the extent to which the technology taps
that resource. For instance, the visual acuity of a traveler will have great impact on
the way he or she receives information on a
computer monitor or on a variable message
sign.
Cl Cognitive capabilities may include
such domains as information pr<>Ce$$ing and
memory. Using the example of information
displayed on a computer monitor or a variable message sign. the speed at which a person can perceive, understllnd, and act upon
information received via these media will
depend upon their cognitive processing

Cunent projections as to the technologies that will be used to acqu~ rrs related
information inc.l ude the following:
0 cable television;
Cl personal computer, keyboards, touch
screens,. voice activation
0 Global Positioning Systems (GPS),
keyboards, touch scrwns, voice activation;
0 personal digital assistant, keyboards,
touch screens, voice activation;
0 telephones, digital pads, voice activation.
The devices used and the actions re-quired to operate each of these technologies
to obtain desired information will interact
with the individual's capabilities and, thus,
may affect performance.

rrs

rrs

Who Will be the Users of ITS?
As ITS technologies are being developed and deployed. are the characteristics
of Americans who will use th- technologies taken into consideration? For instance,
the data show that the US. population is
getting older. It has been estimated that the
median age of the population will be 43 by
the year 2050. Currently, persons 65 and
older make up 12.5 percent of the population of the U.S. By the year 2050, it is estimated that they will ma.k e up more than 22
percent of the population. Cunently, persons 85 and older are the fastest growing
segment of the population. African-American elderly, who currently represent 8 per-

cent of the elderly population, will make up
14 percent of that group by 2050.

Why Focus on the Elderly?
Age related changes in people will have
some impact upon the use qf the hardware
and software that will be used to access ITS
information. For instance, it has been well
documented tha.t aging is correlated with
dilnlnlshed pen:eptual sensory capability,
visual ac:ulty~" slower reaction t:i:;me., general
slowing of cognitive capabilities, such as
information processing and memory, di·
mlnished range of motion, and increased
funcHonallimita tions. For example, 32 percent of persons 65 or older have a mobility
limitation compared with 8 percent of those
persons 16 to 64. Rates of functional limitations are highest among those with low in·
come, and not surprisingly, African-Ameri-

cans in generaL and African·Americ:an
women in partindar, have the highest rates
of functional limitations among the elderly.
To wit, 74 percent to 84 percent of AfricanAmerican women sixty-five and older had
one or more limitations compared with 62
to 76 percent of African-Americ an men, 58
percent to 62 percent of white women, and
50 percent to 54 percent of white men. Rates
of chronic illness are also higher between
women 11nd African-Americans. Two out
of three African-American women reported
suffering from arthritis.
The focus on the elderly as the ba_..-Iine
thst should be used designing ITS technologies are particularly important since some
of the age related changes mentioned above
will have serious impact upon use of these
technologies. Evidently, if the current
trends remain, the African-Americ an elderly are likely to be most affected since he
or she has a greater probability to suffer
from functional limitations than his or her
white counterparts.
Technologies that assist in en'· route
navigation, such as the Global Positioning
Systems (GPS), are currently available.
However, much work is needed to determine their usefulness, A recent study of four
methods for entering the destination into a
route guidance system found that the interfac:c design had a significant effect on the
destination entry time (Paelkc, 1993). The

age of·the driver also significantly affected
destination entry time with older drivers
ta!Qng 21 percent longer to enter the destination than younger drivers. The nature of
the entry, street names versus numbered
streets, was affected by the type of interfac:c
used. Older drivers had greater difficulty
using one interlace, the scrolling option,
compared with younger driven;. Older
drivers also had greater difficulty keeping
their lane position when using a QWERJY
keyboard as opposed to other inllltfaoos,
such as doublepress, phonepad, or scrolling Ust This was attributed to the smaller
and more numerous buttons on the
QWERTY keyboard compared with the
other interfaces.
Likewise, an investigation of the use of
car phones by younger persons, those under age 35, and older drivers, persons over
age 60, under simulated driving, showed
consistently faster performance by younger
persons under both manual and vo.ic<Hlctivated conditions (Serafin, Wen, Paelke, and
Green, 1993).
As illustrated by the above examples,
there is a need to include the relevant characteristics of elderly consumers in the development of technologies. This will n ot
only address the needs of our changing demographics over time, but also by facilitating older users, will benefit more of us ••
well.

Socioeconomi c Status and Access
to ITS Technologies
While the age related changes mentioned above are al~o applicable to elderly
African-Americans, conditions may more
likely be found among African-America ns,
in general, and elderly African-Americans
in particular, that ue also relevant to acress, such as acquisition of hardware and
software that will enable one to gain ITS information, to ITS related technologies,

namely socioeconomic status. AfricanAmericans are among the poorest in the
nation; in fact the 1990 Census reports that
32 percent of African-Americans live below
the poverty level while 34 percent of eld·
erly African-Americans live below the poverty level compared with 10 percent of eld-

"AfricanAmericans In
general, and
AfricanAmerican
women in
partic ular, have

the highest rates
of functional
limitations

among the
elderly."
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"...as long as the
elderty can drive,
walk, or use
public
transportation,
they also will be
po1ential users
ofiTS

technologies."

erly whites. Below poverty level is defined
as $6,268 for a single householder 65 or older
and $6,800 for a single householder 15 to 64
according to the 1990 Census.
The rate of poverty is higher for Afri.
can~Americans living in rural areas com~
pared with urban dwellers, 44 percent and
33 percent, respectively. Although many
ITS related technologies may not impose a
direct cost on their users, especially those
who walk or use public transportation due
to transit information centers, kiosks, and
so on, much of this technology will impose
a direct financial burden on drivers who
wish to avail themselves of this technology.
Rectmt projections by Federal Highway
contractors directly involved in the development of the architecture for a Nationwide
lntelligentTransportationSystemestimated
that the consumer will bear about 84 per·
cent of the cost of ITS operation and main..
tenance through personal travel support
systems, while government costs will be less
than 10 percent. The personal travel system will include personal computer desktop units, portable units such as personal
digital assistants, smart cards, and in-vehicle ITS related equipment, such as GPS,
two--way communication to premium services, travel plaMing software, and computer displays.
The cost per individual is estimated to
range from $175 for very basic service to
$2,000 for a on,..time cost for installation of
hardware and software. As can be surmised, the higher the cost. the more extensive the services. Other monthly service fees
may also be levied depending on the extent
of services. These costs may appear relatively modest to most of us, however, for a
person living on a fixed income of about
$5,200 to $6,000 per year, which is the in·
come of about 50 percent of elderly African .. American women age 65 and older,
these costs are substantial.
While the elderly continue to have mobility needs and must satisfy these to carry
out basic activities such as shopping, banking, going to the physician, and socializing,
they often have fewer mobility options than
their younger counterparts because of the
age-related changes already mentioned.
The data has shown that older persons are
heavily dependant upon the private auto-

mobile either as driver or passenger and
perform 80 percent or more of their transportation-related activities via private automobiles (Rosenbloom, 1988). This is particularly crucial for the rural elderly who
have fewer transportation options than their
urban counterparts. At a recent conference
on mobility issues of older persons, older
persons living in rural areas in Florida have
reported not only the lack of public transportation options, but also the necessity lor
traveling long distances at relatively high
costs to fulfill their health care or shopping
needs (Guerrier, 1994).
Evidently, as long as the elderly can
drive, walk, or use public ttansportation,
they also will be potential users of ITS technologies. Yet. given their economic condition.. they may not have access to these technologies unless the latter are made affordable to them. Again, the econom.ic situa ..
tion of elderly African-Americans places
them at greater risk of being kept away from
this technology.

Access to Computers as an
Indicator ofAccess to ITS
Technologies
Beyond issues of affordability are those
of development of skills that will promote
familiarity with the technologies that will
be used to access ITS information. This is
an important issue since the likelihood that
people will use a technology is relatecl not
only to their peroeption of the usefulness of
that technology, but also to its ease of use.
This can be enhanced through early familiarization with computers or related t~h~
nologies. Therefore, access to computers
will provide opportunities to become comfortable with that technology. Given the
central role that will be played by computers in ITS, access to computers and familiarity with them can be good indicators of
access to ITS technologies.
RACE AND ACCESS TO COMPtrrERS

Computers have become integrated into

many schools' curricuJums. Yet, a recent
article in the New York Times (March 12,
1995, p .10F) reported that fewer than 40
peroent of African-American school children

A

have access to computers in their schools
compared with 60 percent of white school
children. This article also points out that in
some " ... predominantly black inner city
neighborhoods, one in four households" is
without a phone line, thus effectively eliminating use of telecommunication of any
kind. The lower exposure of African-Americans to computers has also been supported
by census data. (See Table 1 .)

'

Table1. Access toCOOlllrtersi>{Race

I

%

Race

%

l.Beln
School

%
LlleA11f
Place

Bla:k

8.4

35.9

18.4

W1ite

18.3

43.6

29.4

Oteis

219

53.4

29.5

o
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Table 2. Access to Computers by Age
S:.>~.--::e

Age

c.• S

".::or-~=.. eHt:eCCc'-'<.~ -:'9~:

%Coft1luter
at Home

%LIIeAny
Place

18-21

22.2

35

22-24

35.4

25-34

14.5
16.3

35-44

f'.K)DATA

35
f'.K)DATA

45-54

23.1

31.2

55-64

11.8

15.9

4.6

2.6

65+

SOU!"l:C US ihltr..,uC11rbCCI':M;!I:;.15i:1!

O:mpJEr
a Hare

BRoAo H uMAN FAcroru. APPI<OACII10 ns TECHNolOGIES...

Table 3.) Even access to computers in
schools is related to the socioeconomic status of communities where these schools are
found. Thus, poor schools are less likely to
have enough computers and trained teachers to share the skills needed 110 use these
systems or computers at all.

AGE AND ACCESS TO COMPUTERS

Besides race, access to computers is also
highly related to the age of the individual.
A 1989 survey of access ·to and usc of com...
pulers by age showed older persons con%
%
Olmpu1Br
l.Bein
Anrual
sistently to have less access to computers.
lrt:ane
a Hare School
(See Table 2.) Older persons may be infrequent computer users because of their lack
<$10,00)
6.1
46.5
of familiarity with that technology. How$20,000.24,911
14.9
44.1
ever, as the baby boomers reach old age,
computers will be commonplace. A recent ·
34.6
44.0
study of computer use by the elderly
showed that older persons are willing and
able to use computers if the latter fulfill their
needs and the interfaces are user-ftiendly Conclusion
(Czaja, Guerrier, Nair, and Landauer, 1993).
The data shown above seem to suggest
that the poor and the old, particularly AfriSoaoEcoNoMlc STATllSAND AccESs
can-Americans in these groups, will be unTO COMPUTERS
able to enjoy the benefits of ns technoloThe race and age differences found in gies if they are neither accessible nor affordaccess to computers may also be, to a cer~ able to them. Access tons technologies will
tain extent affected by the individual's so- not be a luxury since the raison d' etre of the
cioeconomic status. The data has shown system will be to improve the management
consistently less access and use of comput- and coordination of transportation. It is
ers the lower the individuafs income. (See important that all users of transportation

"The race and
age differences
found in access
to computers
may also be, to a
certain extent,
affected by the
individual's
socioeconomic
status.''
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systems have access to ITS technologies to
contribute to the effectiveness and efficiency
of the system. It would, therefore, seem
mandatory for us to bring these issues to
the table in considering the development
and deployment of ITS Technologies. Unless we develop creative solutions, a large
segment of our population will be left behind with negative consequences for all of
us.
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T

ampa is an appropriate platform for
this second African-American Mobility Symposium. This symposium also
is taking place at precisely the right time because, on the one hand, the voice of the minority community has finally emerged to
play its rightful role in the area of transportation planning and decisiorunaking. On the
other hand, it sometimes looks like Congress
wants to start the clock running backwards.
I also note that the symposium has something in common with something else that
is happening in Florida this week, in both
transportation and baseball, tile real major
leaguers aro back in town.
Under the Clinton Administration and
under Secretary of Transportation Federico
Pella, we have made a lot of progress in solidifying the role of African-Americans in
the whole transportation decisiorunaking
process in our country. ThePresiden~s cabinet has the largest percentage of minorities
and women in our country's history. The
two major surface transportation modes at
the United States Department of Transportation (USDOT), the Federal Highway Administration (FHWA) and the Federal Transit Administration (FTA), are both headed
by Presidential appointees who are African·
Americans. Within the complex operations
of a $4 billion annual program like the
FTA's, we have taken many significant steps
to preserve and protect programs and policies that intimately impact the daily lives of
African-American people.

Here are a few facts:
0 Mass transit is important everywhere

and mass transit helps all our citizens,
whether they rely on it for daily mobility,
or not. However, mass transit is a genuine
llfeline for all minorities and for people at
the lower end of the economic scale.
0 Of aU urban trips made by caucasians,
73.9 percent are made by automobile and
only 1.9 percent are made by transit;
0 Of all urban trips made by Black
people, 61.8 percent are made by automobile and 10.3 percent are made by transit
0 Let us look at the ethnic composition
of transit users:
40.0 percent are white
35.7 percent are Black
16.9 percent are Hispanic
and 7.4 percent aro classified
as "other.''
I do not know the margin for error in
the Nationwide Personal Transportation
Study (NPTS), the source of these statistics;
however, I know a lot of political pollsters
would look at the rates of Black versus white
transit use and call it a dead heat
Finally, one set of numbers derived
from family income level; let us talk simply
about families with incomes more than
$30,000 a year and those with incomes under that figure:
0 Families with incomes of $30,000 or
more account for 63.8 percent of all automobile use in America, but only 42.7 percent of all transit use;

0
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0 Families with incomes less than

"If communities

want to get
involved in

transportation
clecisionmaking, they have to
educate
themselves
about things like
theMPO
process and
how the local

transit
authority's board
of directors

works."

$30,000 account for 36.2 percent of all automobile use, but 57.3 percent of all transit use
That is not exactly a complete reversal
but it is pretty close. You do not have to be
a rocket scientist to draw some pretty fundamental conclusions from these statistics:
1. African-Americans depend on mass
transit to a much greater extent than the
population at large;
2. African·Americans have r:nore to
loose ii Congress enacts any drastic reductions to the current levels of federal mass
transit assistance.
Let us look at federal operating subsi·
dies. We have had to scale them back from
$800 to $500, but that is as far as we are go·
ing and we have compensated for even this
small cut by" redefining" some expense categories as "capital" that were previ.ously
"operating." The Chair of the House Budget Committee is talking about zeroing out
operating subsidies and taking drastic cuts
out of capital. The Chair of the House Bud·
get Committee also is talking about eJimi.
naling our New Start program.
In calendar year 1994, this Administra·
lion signed a record number of multi-year
grant contracts, 12, to build new transit lines
and extensions in cities from coast-to-coast.
In short, the Clinton Administration supports the mode of ITansportation that
African-Americans rely on more heavily
than any other ethnic group.
What else have we done to promote
transit and ensure that African-Americans
have a place at the table when transit in·
vestment decisions are made? We have issued the new planning regulations for which
the lntermodal Surface Transportation Ef.
ficiency Act (ISIEA) calls. The regulations
give new authority to metropolitan planning
organizations (MPOs) in the whole
decisionmaking process. Regulations that
we believe will also speed up the rate at
which state rransportation planning (SfP)
and congestion mitigation·air quality
(CMAQ) funds are transferred for transit
use.
There is a larger point here that I do not
want to overlook. If communities want to
get involved in transportation decisionmak·
ing, they have to educate themselves about

things like the MPO process and how the
local transit authority's board of directors
works.
Regarding transportation planning and
an increased role for MPOs, we also want
to start taking a closer look at the composi·
lion of those MPO boards. Somebody once
said that MPO boards often treat the notion
of "one man or one vote" the same as they
treat everything else. It is something to be
seriously considered in the next 10-year
plan. We have already taken some pretty
strong stands with respect to the composi·
tion of mass transit governing boards. Using both jawboning and the threat of Title
VI sanctions, we have been successful in
increasing minority representation on such
boards.
Something this Administration has
done that will impact African-American,
and thatl am especially proud of, is our Livable Communities Initiative. I wish I had
better budget news to report on this initio·
tive, but the concept is far more important
than the money. Under Livable Communi·
ties, we are not just pouring concrete.. or laying track, or running trains, or operati.ng
buses, we are building and sustaining neigh·
borhoods and we are bringing vitality to
them. Both words are important:
livable: we are using transit investment
as leverage to make sure the people who
use transit can have access to the ordinary
resources we all need in our daily lives shopping, daycare;
community: the planning process must
have deep roots in the community itself. It
is far too important to leave to the experts
"downtown." Notice in the issue paper for
this symposium you point out that transit
maintenance facilities often have negative
effects on minority neighborhoods.
So let us talk about bus garages. Obvi·
ously nobody wants one next door. just as
obviously, buses should not be driving up
and down residential streets where children
are out playing. This is where environmen·
tal justice will ensure that concerns are
heard in a timely fashion. Yet bus garages
are more than places where diesel-powered
vehicles belch fumes into the air. They are
also places where lots of people go to work
every day and they are places where lots of
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good traditional craft jobs are still available.
We hav e begun a dialogue with transit labor to explore ways that these bus garages
in minority communities can develop apprentice and intern programs for young
people in their neighborhoods. In summary,
I stand before you as an advocate for both
mass transit and for the kind of strong and
vital communities that mass transit pr~
motes and fosters.
In one of my first public appearances
as FrA Administrator, I was asked to ialk
about "reverse commuting" and I did. I said
that reverse commuting was popular, growing.. and, was an important thing to talk
about. But I also said that reverse commut..
ing was something else. I said reverse commuting was WRONG. The reason I said it
was wrong then and the reason I believe it
still is wrong is because reverse commut...
ing accepts as a given something we should
not have to accept at all - the loss of economic vitality in the central city. Please do
not expect me to think everything's fine ii
we run a half-dozen vans every morning
from downtown out to an office park somewhere so a suburban employer can say he
is meeting his equal employment opportunity (EEO} goals. I want that suburban
employer to invest money in a new plant; a

plAnt you can walk to from a new subway
station; a subway station with a daycare
center on the premises, and a series of stores
around the perimeter so people can pick up
necessities for supper when they pick up
their kids.
Let me close by returning to something
I said earlier. All those statistics that tell us
African-Am.edcans use mass transit more
than other ethnic groups, I do not like those
statistics any more than I like reverse commuting. The reason I do not like them is
that I am afraid they reflect more lack of
choice than anything else. We have to deal
with these statistics, just like we have to deal
with reverse commuting. I suppose my vision for the African-American community,
though is the same as my vision for all
Americans:

0 Strong and effective mass transportation that helps build more livable communities;
0 Mass transportation that all people
will then use as a matter of choice, not necessity.
If you listen. you can hear the call to
leadership beginning to sound. It is a little
faint, at the moment but we l'an begin to
recognize it. It is not a sound that we get to
hear aU that often!
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"All those
statistics that tell
us African-

Americans use
mass transit
more than other
ethnic groups, I
do not like those
statistics any
more than I like
reverse
commuting. The
reason I do not
like them is that!
am afraid they
reflect more lack
of choice than
anything else."
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Environmental Justice in Transportation
Lee Johnson
S«ffor Roglcilol Monager

ATE M•nogement
and S•rvfc• C<lm~ny. Inc.

0 a se1'150 of community lost;
astforward totheyeu2005. The USA
0 restrlcted acooss to jobs;
Today headline reads #Liveable Com0 relocation o£ residents; and
m\Ulities Pave the Way for EnvironThe
Key.•
the
is
0 highways and automobiles making it
mental justice - Transit
byline G&ks what were the problems and is- easy for the popuJatjon to Bee to the suburbs without adequate planning for transit
suH leading up to that period?
Some may argue that jobs were created.
The story unfolds with a definition of
envi.rom:nental justice. The enviroru:nent is I argue that perhaps opportunities were creper<:elved AS the sum of socW, economic, ated_ but without e. method of getting to
Arid culturol conditiol1S that inf!uenc:<! the those jobs from Inner city neij;hborhoods,
lifo of on individuol or community. Another the opportunities were lost A shift to sub·
way of stating this is, lif""tyle. Justice, on urbs by many created other social, ecotho other hand, is being impartf41 and fait. nomic, and pol.W:cal issu_e s. The automoLeading up to this period, organlzat:ionol bile became king and transit began to dislru.ctures, policy regulations, and planning minish in importonce. Commuting times,
actlvilies were not integrated and inclusive traffic, at\d pollution began to incn!ase.
of aU players. The organimtiollS who car- Would the results have been different if
ried o ut ou.r areawide planning, known as highway, transit, and community planning
metTopolitan planning organl.oations were integrated? '!Tanslt was not a major
(MPOs), emphasiud urbanillation at a player in moving people. Therefore, the
higher level The cities carrU!d out another rules of the game as they related to law,
level of planning. Transit agencleo corried regulations, pla.nn.ing, developing, and
out at~other level of planning which wos implementing transit services and .facilities
operati.ono.l in nature. Bach a~;ency missed were not productive. The federo.l governtheir muk because planning wu not reOec- ment attempted to boost. lrA11Sit, but tho.t
was not enough. Examples include the:
tivo of the people who use transit.
0 Surface T•ansportation Act,
Remember the 1960s thro,.gh the early
0 Americans w ith Disability Act, and
were
systems
1980o when o..r inter.otate
0 Intermodal Su.rfac:<! Transportation
u:nclo.r constr..ction? Many commwlities,
particularly the African-America n, were the Efficiency Act {lSTBA) and unfunded manvictimo of highway constr..clion. Bminont dates. (A major point was the provision for
domain was used to vacate large tracts of coordination between highway and transit
land for comtr..ction. Picture these impacts: to improve effidency. By 1995, le;s than 2
0 neighl;>orhoods split In two or de- percent of the fundo have been transferred
between the agencies.)
stroyed;
Apart from the govemmenl; there are
0 neighborhoods isolated from other
majortransitissu eowithineachco mmwilly.
neighborhoods;

F
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0 PRocB:tDJNOS or rut SYt.iP05JUM oN An.tcAN-AMEfUCAN Moe,rurr lssu:es

'Wlat is needed
is a fundamental
change in the
way we do
business."

These are some of the issues from the perspective of transit users and operators and
planners of transit facilities and services.
0 Many conununitie-s do not want
transportation facilities, such as bus stations
and trAriSfer centers, in their neighboJ"hoods
due to the perception of crime, other undesirable activity and poor management;
CJ Transit agencies throughout the coun·
try have concentrated on the efficiency of
operating transit systems and facilities.
However, there are few D'\odels of facili.lies
where a full range of customer needs is wellaccommodated;
CJ The process currently used for plan·
ni.Pg tra.nsit facilities and service is usually
not community-based. As a result, several
of these facilities do not meet the needs of
the community as well as they can;
CJ Much of the planning for transit facilities and services is being done separately
&om traffic and transportation planning and
from community redevelopment departments within cities;

0 Many trlli1Sportation professionals
are interested in adopting innovab've approaches and solutions to transit problems
that would positively impact liveability;
0 There is no support system in terms
of policy, standards, and exchange of innovative ideas at either the state or fede-ral
level
Congress is about to tum o"t the lights
on operating subsidies and communities.
Lifestyles are being threatened, particularly
in smAll cities heavily dependent upon funding. It is the dawning of anew era. There is
a general agreement that ISTBA and other
programs are not working. The organizational structure, regulation, planning, development~ and implementation of b:a.nsit services and facilities are not inclusive of all
the players such as transit, highway, and
community development What is needed
is a fund8JI\ental change in the way we do
business.

munities through rustomer-friendly, community-oriented, and well-designed facilities and services;
0 Incorporate the Livable Cities Initiative (LCI) principles into the FrA planning, research1 capi~ tmd operatir\g assistance programs.
0BJl!CllVI!S

0 Collaborative, participatory and coordinated transit and community planning;
0 Cl>Stomer-mendly, community-oriented, and weU-designed transit facilities
and services;
CJ Transit as an element in improving
the quality of life in communities.

Tmnsit a11d Commwrities:
Federal Perspective

n~

NATIONAL TRENDS

On the federal level, the interface of
transit and communities is being emphasiud on three levels:
0 linking land l>Se and transportation;
0 claiming broader benefits of transit;
and
0 evolving the forms of tr4J:1Sit.
LAND UsE CONNl!cnoNS

Increase transit use may conbibute to
improved land use a.nd overall connectiv·
ity. In order to accrue these benefits planning should include:
0 trip :redu.ction meMu.resi
a trAI'ISit tu\d urban design; 4nd
0 community involvement

T!uP REDUCTION MllASURl!S
0
0
0
0

Mixed-use development
High-density development
Job or housing balance
18-percent reduction in auto trips

ITA Liveable Cmnmunities

TRANSIT AND URBAN DeSIGN

Initiative

Increasing consideration must be given
to the integration of transit into urban design. This may include more emphasis on:
0 pedestriAn access;
0 vehicle access;

PVRPOSl!

0 Demonstrate the physical and functional relotionship between trlli1Sitand com-

ENVIRONMENTAL Jusnce

CJ safety and security elements;
CJ multipurpose transit facilities; and
0 a. 5.5 percent increase in transit use.

Coi:.t.ABoRATIVB PLANNING
Community involvem.ent may mean a

new way of doing business - oollaborative
planning - for some in the transit indus·
try. Collaborative planning may be new be·
cause its approach is:
0 inclu.sive;

D active; and
0 participatory

w 'I'lw<si'OI<l'ATION CJ

0 Tax-base effec.ts;
0 Business and reolestatle developmen~
ENVIRONMENTAL BI!NI!FITS OF TRANSIT

CJ Reduced vehicle miles traveled
(VM'I') - cleaner aD:;
0 Cleaner aD:- heolthi2r communities.

What can we do to bring about
environmental justice and impact
the policies mul procedures that
amflict wltl1 effective tmnsit?

BROADER BI!NI!FITS 0' ThANsu

0 Become knowledgeable of the transportation planning, design, and develop·

Why argue market share? Transit can
has the pooential to positiv ely influenoe three
aspects of well-being:
0 Socialj

ment processes

0 economic; and
0 environmental
SOCIAL BI!NI!FITS OF TRANSIT

0 Involvement in decisioruna.ki:ng;
0 On..site community services;

0 Equal access.
ECONOMIC

BENl!FlTS OF TRANSIT

CJ Community empowerment;

49

0 Become proactive in both short and
long range transportation activities.
0 Seek solutions, positions, and careers

within MPOs, local officials, transitboands,
and soon.
0 Seek solutions through partnerships
driven by each community's needs.
I visualize (!nvirom:nental justice will be
foJ: more favorable upon the fulffihnent of

FT A's Liveable Communities objectives.
Each of us also must take a proactive posi·
tion on conu::nunity issues.

"Each of us also
must take a
proactive
position on

commi.Dlity
issues."
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Georgia Transportation Alliance
Lucius McDowell
Community Coordinator
Georgia Transpodation Alliance

G

eorgia Transportation Alliance
(GTA) is a n on profit, otet>ewide,
p ublic-interest group concerned
with lhe future of transportation end transportation policy in Georgia. lts miso.i on ;,
110 change transportation policy IIOward a
be.laru:ed, multimodal system for the state
of Georg.ia through the involvement of an
informed p ublic.
The goals of GTA are:
0 To define a balanced, m ull:lmodal,
transportation sysliem in Georgia.
0 To conmnmicatenn portanttranspor tation issues to the public.
0 To communicate transportation
choices to decisinnmaker&.
0 To facilitate networking and ooorclination among in~t groups and 110 act as
a resource for those groups.
0 To collect and cUsseminata infonnation.
GT A:s accomplishmen ts include:
1. Tite development of a d iverse group
of nearly 1,000 participating groups and individuAls including: environme.ntAlb:t:s_, con ..
suJX\ers, persons w ith disabilities, busini!UOS, planners, and academidans.
2 Ongoing monitoring and reporting of
planning activities and processes of the
metropolitan planning organizations, regional development rommiss!ol15, and the
state.
3. The production of a collaborative,
critical analysis of the Georgia Department
of Transportatio tl's vision doc:Ulllent,
#Transportation 2000," which w as distrib-

uted to the Commissioner of the Georgia
Department of Transportation. its Board of
CQIJl;t[tissioners, and membets of the Transportation 2000 Commission.
4. Tile producl>on of "Transportation
Financing Altematives for the State ofGeorg;..." a white paper outlining current and
possible funding znechanism for GeoTgia
distributed to meznbero of the transportation and approprilltion committee of both
the House and Senate as well as to the press
and other individuAls.
5. The selection of GTA's Executive
Director, as the Otair of the AtlaniD Regional Commisoinn's Vls!on2020 Transportation Collaborative, a group of stakeholders charged with lhe implementation of the
transportation vio!on for 2020.
6. The commeru:ement of a community
outreach prograzn designed. to educate and
involve traditionAlly under-represen ted
population in transportation at ..U levels.
7. Ongoing technical assistance to coznmunit)• and neighborhood groups involved
in specific transportation iosu.es.

Georgia Tmnspot1:tlticnt Alliance
Ctnlmtllllity Projects
Objectives: To identify community
transportation concerns !hat will allow GTA
to educate and orgoni:te comDlu.nities, es..
pecially low income and minority communities, arowtd broader transportation issues.
To introduce oommunities to the planned
ongoing activities of GTA
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P llOJ'tCT: SOUTH D EKALB
COMMUNI'ITES

Prol>l.,.: A major tramportation concern
in the South DelWI> area is the need for a

"It is the
in11ention of GTA
to haw
transpor1ation
concerns of the
community
heard and to
haw stra1Bgies
implemented to
get needed

results."

pedestrian overpass crossing Glenwood
Roacl Many indMcluals have been injured:
or !oct their lives because of Inadequate pe·
destriAn crossing facilities on Glenwood
Road. At one location in the ..,...., a playground is on one side of the street and a
park It on the other. There are major concerns for pedestrian croosillgnotonly in that
particular location. but throughout the
Glenwood Road. area. "The residents have
complained and tried voidl1g their concerns
to planNrs. Local government p!AnNrs
stab! that the road is not under the jurisdiction of the county; it is a stale road and
should be a stab! project. Oth<>r tr811Sporta·
lion concerns are the n eecls for traffic lights
in congested areas and oiclewa.ll<& throughout the COlnll'lunity.
Strotegy: GT A will work with the c:iti·
zen& of South O.IWI> to clevelop oolutions
to transportation problems. GT A will help
organiu these coiXUIIunities including Columbia Cluster of the Atlanta Project actively to advocate solutions to specific concerns. GT A will involve the coiXIIIIunity on
the broader transportation piAru>ing pr<>cess. It is the intention ofGTA to have trans·
portalion concemo of the community heard
and to have strategies implemented to get
needed results.
PllOJ!CT:

G l!OilCIA CoMMVTEil RAIL

Prol>l.,:

"The Georgia Department of

Tranoportation has begun to adclreso the
need to increaoe paooenger capacity of the
transportation system in the metropolitan
area of northern~ A comprehensive
study was compleb!din 1994 that provided
information on the roost coot-..ffeclilre app roach to providing commuter railo<!rvioe;
an estimate of ridership; an analysis of the
financial requires for cODUJluter rail; and the
economic impacts coau:nute-r 1'o.il will have
on the counliK in which the rail corridors
will be located.
Strategy: GTA is willing to undertake a
coaununity education progt'atn on com. .
muter rail throughout the northern metro-

politan area of Georgia. The goo! of t1us
program is to establish a strong constituencY
in COU'Ill:lw:Uties for the suocesslul implementationandadequate funding of the commuter rail netwo:rk
PllOJ!CT: CHAMBLEe.T UCKl!ll R oAD

WIDENING
Problmt; The Embry Hillo and Windsor
Fore-st C:Otr'lll'\unities o£ North Oeke,lb
County, locab!d between Interstate 285 and
Interstate 85, are oppooing the wiclentn& of
the Cl>ambl.ee-Tucker Road.. "The Georgia
DOT is threatening to ignore all the impacto
that this project will have on resi<lenlial
neighborhoocls. The citizens feel that the
impacts cannot be ignored as their cumu.b.·
live effects will do unnecessary and irreparable harm to their homes and quality of life.
Some of the issues regarding the project include:
0 the economi<: feaoibility of the project;

0 no a.ltema.tive routes have been considered;
0 failure to adclreoo troffic flow and ctir
poUution problems;
0 the homeo in the area will be affected
by noise levels more than the appli<oble
abatement criteria.
The Embry H.illo and Windsor Forest

s ubdivisions comprise more than 300
homes. Neighborhood leaders have gathered information concerning the legality of
the project They feel that they have been
overlooked and that the National Environmental Poliey Act hao been violated. It ap·
pears that some information wos withheld
from the public during the public hearings.
Strakgy: GTA will work as an organizer
to provide strategies for the community.
GTA will work with the community leaders to build skillo that will help the community get the attention needed. It is also
GTA's intention for the neighborhood$ to
become empoweredi develop a stronger
coalition. and to edo.cate them concenung
the broader aopects of transportation planning.

PRorecr: DisABIUIY T!u.NsrouAnoN
Problem: Persons with disabilities have

unmet transportation neecls. In a discus-

GrooaJA TRANSPOII-TATION A<LIANC! 0

sion with ""~""'"entaliv.. of persons with
d;sabililies, aneedforparaaansitbuses was
expressed. Other needs include accessible
sidewall<&; presently d;sabled persons are
using the street or road shoulders to access
bus stops.
Strategy: GTA will work with persoXlS
with d;sabllities and their representatives to
help then:) effectively voice their concerns
and achieve their goals.

Ccmclusion
Community coordinstion for improved
transportation provides access to citizens in
ordeT to gather information and participate
in the decisiorunaking process. ISI'EA mandates the establishment of pubhc involvement procedures that provides citizens a
role in developing transportation plans and
progress well before the approval stage.
Often its the "not in my backyard" projects
that get communities interested in aansportation, which is a clear indication that there
is room for informing and educating. The
betb!r educated citizens are about transportation policies the more effective they will
be us advocates.

Once information is disseminated to

o~twrts, 'it will cD.use empowerment
It is itrip;,rtant that citizens know how inte.lligently to articulate concerns. Knowing
who and what role the departments of trans-

portation, metropolitan planning organiza'
ti.ons, FederAl Highway Administration.,
Federal Transit Administration, and Federal
Rail Admin:istration have in the decisionmaking process, gives communities information as to where issues should be directedIn 1991, ISTBA created a. new uamework for increased pubhc and stakeholder
involvemen~ &cal d;scipbne, long-range
planning. funding flexibility, and atten tion
to the serious problems of metropolitan congestion. Hundreds of thousands of Americans have become involved in making transportation policy accountable to the public.
ISTBA was a step in the right direction toward increased state and local flexibility and
greater accountability of transportation programs to the public. We have made some
progress, but there is room fo:r:: much im·
provemenl

"The better
eclucaled

citizens are
about
transportation
policies Ule
more effective
Uleywlll be as

advocates."

53

this
page
•

IS

blank

Analysis of Trip Generation Characteristics in
the Third-World:
A Case Study for City of Dar·es·Salaam, Tanzania
Satyakala Jarugumilli
Mohamed S. Kaseko
Shashi K. Sathisan
Transportation Research Cenlttr
HoworrJ R. Hughes Co/loge of Engineering
University of Nevada, Las Vegas

Abstmct
The conventional urf>an transportation plamti,g
(UTP) process was designed for tl.e westenJ or
developed world. Tioe rtwdels used in this pro·
CJ!Ss rely heauily on a set ofsocioeconomic variables associated with people's propensity to
trauel, specifically by privare vehicle. They are
based on data collected from seueral S<JUrces such
as CJ!nSUS data and household travel surveys. The
procedure assumes a degree of homogeneity in
the mix of households in the urban areas under
study. Howeuer, seueral studies haue suuested
the deficiency of the process irt application to
poorer communities, especially those ofthe Third
World coun.tries. The socioeconomic environ·
ment in tloese communities is markedly different from that preuaili>~g in the developed world.
Many urban areas contain a mix ofethnic hous,e.
holds with structural differences in income and
social status. Automobile travel a11d vehicle
ownership central to the UTP process in the developed countries are typically less significant
in these poorer communit-ies. The:rejore the conventional application of the UTP process may
not be suitable in the Third World or poorer communities in developed countn'es.

modes of tronsportatiol\, ineludirlg wolking;
Alld large variations in the economical sta.tus of ''ha.ve'' and 11ba.ve-nots." 1his is markedly different from a<!tt:ings in the western
world. Therefore, a direct application of the
methodology of the UI'P process may n ot
be releval\t to the Third World.
RESEARCil 0 B)'SCTIVI!

The main objective of this reseoxch was
to stu.dy the trtpmoking characteristiao Alld
travel soositivity of the people in A TIUrd
World city. A framework was developed to
model gro"ps of people based on Ol\e or
more key factors influencing t:J:'Qvel dema~~d
such as income, household size, accessibility to privo.te automobile, And so on.
o......,.,saJaam, a TIUrd World city and the
capitalofTaru:onill, in Airi<:a, was used as a
case stu.dy to ill-ustn>.te the application of the
frame<~ork developed.

1'miu> WoRtD CHARACTI!IUSTICS

1

TIUrd World countries share several
socioeconoxnk cha.ract:erist::ics:
0 dependence on the industrialized
countries for trade, investment,. monetary
Introduction: A Critique of the
arrangements, university education, reUTP Process
seoxch and development activities and so
on;
The conventional plaruting p rocess has
0 a dual eco11omy with widespread inbeen used primarily for the western or deeqwilities (A dual eco11omy IIUU\i.festo itoelf
veloped world. In developing countries,
in the coexistence ofm.o dem ond ttaditional
the"' is o. prevalel\ce of a large mix of eth-·
methods of producbon: "formal" - regisnic groups or households with structural
te"'d and taxable - and "mformal" - undifferences in availability of a variety of
0011\IX\OJ\
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PROCEEDINGS OF THE SYMJ'OSI\JM ON AmCAN-AMl!"RJCAN MoBILITY IssUES

"A major
parame11er that
influences urban
lrallel and effor1s

at meeting lrallel
demand in Third
World cities is
the out-ofpocket cost of
travel, with some
consideration of
time costs."

registered and often illegal - economic a.ctivities, es welles extreme poverty and affluence.); and
0 a dominant role played by the p"blic
sector in national development
A major paY4.me~r that influences ur·
ban travel and efforts at meeting travel demand in 'Third World c:O:ies is the out~f
pocket cost of trave~ with some consideration of t:iJne costs. The b:ansportation mode
mix and emphasis also differ, with a m"ch
heavier ~>Se of public transportation in 'Third
World cities. While automobile ownership
is a key factor in the planning process in
developed co»ntries, it is an \UIIl£fordable
cotn.a'\odity for the low and medium income
gro"ps who constit»te many communities
in a 'Third World country.
It is a common occurrence in Third
Wo:d d countries to link trips to visit more
than one destination after leaving the origin, usually home. The spatW distribution
of trip ends and trip timing, es well es the
total n~>D"~ber of trips, varies substantially
depending on the way trips are linked to
each other. Consolidating these trips can
prove effective in terms of travel time and
cost. Therefore, it is likely that u.r ban residents' tripchaining behavior will change
over time as travel cost, congestion,. land-use

patterns, and other factors change.

The most commonly used technique for
the development of the prediction equations.• the Classica.l Multiple Linear Regression (CMLR) ana.lysis was employed in the
study. This involves the study of one variable as a function of vArious other explana·

tory variables, which are likely to affect the
dependent variable.
The general form of the CMLR model
is:

where:
y; = the ni>D'Iber of trips reported by
household I;
bs are th.e coefficients, b =(b00b1, ...,b,);
1
xs are explanatory vanables, such as
household size, household income and so
on;

x 1= (t,x,.xl2' .. . 1 X&.};
u; is a random error term.

The variables tha.t were thought likely
to affect trip generation include household
size, household income, gende-r and age of
the individua.l employment type and occupation of th.e individuol, a~>tomobile and
bicycle own~ttShip, labor force in a household, and ethnicity of the individual. A preliminary ana.lysis was done to identify the
key variables. Each variable was checked for
significance.
lnitially, one model for the complete
study area was developed. The study area
was further stratified into different groups
and models were develo~d for each group
based on vArious income categories. The
effect of these trip factors in explaining trip
generation and travel pattern was studied
using a case study. A typical trip generation regression model including the significant variables took th.e following form:
Total trips/HH = {(Income, Family
Size, Age of the head, Gender of the
head, lnd~>Stry, Acceos to vehicle,
Motorcycle, Bicycle)
SIGNS A PIUORI

An inc:rease in size of a household Wt\:S

expected to increase the number of trips
gener ated by a household. Therefore, the
coefficient for the household size variable
was expected to be positive. Also, higher
income ho~>Seholds were expected to make
more recreational and. non-work trips; therefore, the coefficient for this va.riable was
expected to be positive. Similo.rly, accessibility to any kind of private vehicle, motorized or nonmotort.zed, was expected to U:tcrease the total n=ber of trips generated
by a household Therefore, these coefficients
were expected to IBke positive signs. The
effects of age and gender of household head
variables and the type of industry in which
the ho~>Sehold head was employed were not
explicit and need to be studied.
The developed models were further
checked for significance based on the R'
value, the F-..tat:istic, and th.e t-<~tatistic. A!statistic of +I- 1.00 and F-stat:istic of 3.00
were acceptable as the available data were
highly nonhomogeneous.

Study Aim a1UI DatA

~J!le .

Dar-es.Solaam ls the largest city in Tan·
:zanla. Afrke. with a populAtion of approxi·
INilely one million inhabil anls ao of Janu·
A!)' 1982 {Natio nal Transp ort Corpor ation,
1985). It*' the princip al center of COD'IIne!<e
and industr y. The tobll size of the city is
1,393 squore ldlo!ncters (538 sqnare mile&).
Figure 1 shows the study area map. In
199]. the city experi enced a popala .tion
g.owth rate of 4.9 pe~t per annum tlu>t
was much higher &tan the nationa l averag e
of 28 percen t per annum {Wilbu r Smith
Assoda tes, 1991). Home intervi ew survey
dala available for traffic analysis %OneS in
the city ofD~ provid ed bousehold_ person al, and trip inform ation. This
inform ation was based on individ uals more
&tan 16 years of age who were intervi ewed.

STUDY Alu!A Mona (TOTAL Tr:asf

BoUSEHow)
The calD>ration P""""" txplain ed in the
previo us section was used to develo p a
model for the comple te study area. A single
model for ell22 .zones under consid eration
gave a very poor fit explalning only 13 percent of the variati on in tobllbo usehol d trips
genera ted. Table 1 sUIX\IJI8rizes the c:oefficienls and corresp onding t11tatistic of the
study area model All the variables in the
model, """"pt Income , were slgni& ant in
explain ing the variati on in trip generat ion.
the overal l model was good with a high
P...tati:st:ic otZ'I. Therefore, the,re was a need
to separa te the zones into differe nt groups
BS&
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Figure l.
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Dar-es-SIIl11A1tt Study Area Traffic Analysis Zone System

"A single mode l
for aU 22 zones
LRier
consideration
gaw a wry poor
fit explai ring
only 13 perce nt
of the variation
intobl l
house hold trips
genera ted."

STRATIFICATION o F ZoNES

Table 1. Complete Study Area Model

Coef.

V•rioble

"The study area
was d ivided into
different groups,
based on the
premise that
there were
underlying
differences in
the trawl
behavior o f the
people living in
d ifferent parts of
the city."

k lot

HH SWI

0.267

10.430

Income

-0.001

-0.455

Gencter

0.189

1.094

All•

0,018

2.454

lnduslry

-0.305

-1.719

Vehid e

0.898

4.978

BiC)'de

0.632

2.954

R'

0.137

F

27.904

dF

1401

N

1,410

based on the individual zonal characteristics.

The study area.wao divided into different groups, based on the prnnis<! that there
were underlying differences in the travel
behavior of the people living in different
paris of the ci1y such as d owntown, resid ential and industrial, and belonging to di£&rent income groups. The study area also
was stratified based on the land-use and
household socioeconomic charscteristics.
TI>e residential area wos further divided
into Residential Area I and Residential Area
D based on average monthly income. Fur·
ther, each category was divided into four
groups based on inc:omt clossi£ications, as
low income group, medium income group..
high income group, and very high income
group. These areas w ere grouped for study
of the residential area models. The residential areas may be further divided into two
gro"J"'· Residential Area I and ll, based on
their average monthly zonal incomes. Residential Area I had an average zonal income
of 35,000 shillings or more a month. The
other zones comprised Residential Area U
with an average zonal income less than
35,000 shillings a month. The remaining areas had signlficant industrial land-uses and
were treated separall!ly to develop models
for the indl>Strial areas.

Table 2. Summary Sbtlshcs of Study Area Vanables.

ArasType

%

%

Downtown

Residential

'.4
Industrial

Variable

Accese to priv81:e vehicle

47

15

15

Access to motorcycle

46

10

10

Access to bicycle

15

15

15

Employmerrt Type I

85

85

85

Head or HH Mile

80

80

80

ANAl-YSIS Oll ZONAL S'IllA"'''FlCAUON

A study of the available household data

for the 22 zones revealed that about 15 percent of the households living in the residential and indastrial regions had access to private vehicles, while obout47 percent of the
households in the downlx>wn areas had acce85 bo private vel:iicles. Similarly, around
10per<><mthadaece85 to motorcycles, while
around 46 percent had access to private vehicles in the central basiness distrlct (CBD)
areas. Access IX> bicycles was only 15 percent. Approximately 85 pexcent of the
household hea.cl& interviewed we:r:e employed in commerce, fiNmc:iaL and transportation servilles, while the other lS percent was involved in agricultu:re, forestry,
fisheries, construction.. :maintenance and so·
on. Approximately, 80percentofthehouseholds were headed by males. Table 2 provides summary statistics.
Table 3 swrunarizes the averages for
household incomes and sizes for the different groups in the study area. The downbown area had high income groups With
lArge families. The average household income in Residential Area I was relatively
high compared with that in Residential Area
II, with stntilleT avexage household sizes in
Residential Area I. These differences in the
characteristics were thought likely bo affect
the trip ge:neJ4tio:n pattern of these t;toups.
In general, the average income of house..
holds in the industrial area was much lower
than those residing in other areas of the city.
There was a large variation in the distribution of income groups among the different areas. While the distribution was
skewed IX>word low income for the residential and industrial areas; the distribution for
the downtown area did not follow any pattern. Th(!Te was an equal concentration of

all.t he income groups in the downtown area,
many people living in the residential and
industrial areas belonged bo the medium
income group, With a very small proportion
belonging to the high and very high income
groups. However, the residential area was
divided inlx> two separab! groupe depending on the average income of the zones.
A very small proportion of the population,
12 peroent, comprised the very high income
gro1>ps.

Statistical Models and Discussion

''There was a

of Results
The number of trips per household is
given as:

trips/HH =b,+b,hhsizetb,income+
b,sex+b;zge+b,tndustry+b, whicle+
b,motor+bJ>icycle
where:

trips/HH = the IX>tal number of daily
trips made by the household;
hhsize • the size of the fAJ:Nly;
income = the total monthly income of
the household in Tanzanian shillings;
gender • 1 if the household head was A
male, 0, otherwise;
age • age of the head of household in
years;
industry = 1 if the head of household
was employed in comrnexce, finance, tnu'IS·
portation service, public service, otherwise,
0;
vehicle = 1 if household has an access
to a private vehicle, otherwise, 0,
moror = 1 if household has an acce&s to
a. motor cycle, otherwise, 0,
bicycle ~ 1 if household has an access
to a bicycle, otherwise, 0.

Table J_ Average Household Incomes and Sizes

DowniDwn

Residential
Areal

Residential
Area II

Industrial

Income
(Tal\lanian
Shllllnga)

62.000

39,000

29,000

25.000

5.8

5.1

5.3

5.0

Size
(# per$0n$)

large variation in
the distribution
of income

groups among
the different

areas."

Table 4

Downtown Area Tobl Tnp

Gener~hon

Models

Ineo.Mcent (tc.ttttlc)

Variable

-ium

Low

High

Very High

Household Size

0.530
(2.014)

.0.248
(-1.929)

0.165
(1.358)

Income

0.483
(2.392)

0.079
(1.092)

.0.003
(-2.354)
-2.347
(-2.207)

Gender

"One model for

the complete
sludy area gave
a poor fit
explaining only
13 percent of the
variation in total
household trips
genentted."

Age

lnctuwy

-2.524
(-1.764)

0.054
(1.247)

0.066
1.771)

-1.374
(-1.289)

-1.551
(-1.444)

1.193
(1 .936)

Vehida
Motorcyde

2.956
(2.sn)

8.429
(4.449)

1.843
(1.694)

2.056
(2.069)

Bicycle

R'

0.358

0.123

0.624

0.309

F

3.504

4.699

4.982

3.335

dF

19

63

15

52

N

23

66

21

60

'EMPDUCAL ANALYSIS

One model, Table 1, for the complere
study area gave a poor fit exploming only
13 percent of the variation in total hous.,_
hold trips generated. Table 2 shows that
household size, gender and age of the head
of the household, type of industry in which
the head of the household was employed,
and accessibility to any privare motorized
and nonmotorized vehicles were all significant in explaining the overall model However, household income, being a lcey element
in the generation of trips, did not explain
the variation in trip generation. Although
the R' was low, the performance of the overall model was good wilh a high F.,;tatistic
value of 27.90. Regression models then were

developed for each stratum and each group
was further stratified based on zOnal incomes, into low, mediwn. high and very
high income groups, to study the travel behavior more closely.

Moons FOR DOWNTOWN AREA
Table 4 sUIIIJl\Al'izes the total generation
models for all the income groups of the
downtown area.

Low INcoME Moon
The low income model gave a good fit.
explaining 36 percent of the variation in to·
tal trips generared in the area. The mostsig·
nlficant variable was the household income.
The total trips generabod was also influenced
by the household size and type of industry

IN THE
ANALYSIS OF TO!P G~Nl!RAnoN C!iARAC'TBRJS'nCS
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"The mo st
sig nifi can t

variable In the
wort< trip
generation
mo del for the
low inc om e
gro ups wa s the
gen der of the
head of

household."
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"Common
observations

were Ulat access
to Yl!hlcle and
moiDrcycle was
found to
decrease walk
trips among all
the income

groups."
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had a positive impact on the trips generated.
the income, gender of the head of household, industry types had a negative impact
Only 21 percent of the variation in work
trip generation pattern was explained for
this group. The household size, income, in·
dustry motorcycle and bicycle accessibility
variables were significant, with a negative
coefficient for the income variable. The
household income, gender of the head, and
industry type were found IX> had negative
impacts on the total non-work trips generated. Age of the household head and vehicle
accessibility variables had positive effects
on the total non-work trips generated by the
household..
Common observations were that access
to vehicle and motorcycle was found to de-

crease walk trips among all the income
groups. It also was observed that vehicle accessibility was significant among the low income groups mainly for work trip generation, lea.d ing them only to make essential
trips.

Moons FOR RlsiDl!NTIAL AREAS
Zones 130_, 140, 150, and 260 with average zonal incomes greater than 35,000 shillings per month, showed a variAtion in behavior compared with the other residential
z.ones with average zonal incomes less than
35,000 Shillings a month. Residential area
zones were classified into Residential Ar·
eas I and II for clarification.
RlsiDl!NTIAL

AREA I MODELS

Zones 130, 140, 150, and 260 with average zonal incomes more than35,000shillings
per month belong IX> the Residential Area I.
These areos wore predominantly residential
oreas; significant difference-s in travel
behavioR expected. Separate models were
developed for these ..,..,as. Table 5 summarizes the trip generation models.

Low INCOME MoDEL
The trip generation model for low in·
come groups explained only 17 percent of
the total trips generated. The variable that
ha.d the highest significance on trips generab!d was household size, with a t--statistic
of 4.375. Other significant variables in the

model were income and accessibility to
motorcycle and bicycle. Unlil<e the work
trip models, the non·work trip model gave
a better fit, explaining 16 percent of the
vo.riati.on in non·work trips gmeroted. The
significant variables were the household
size.. income~ and motorcycle accessibility.
Access IX> a motorcycle Jed IX> 264 additional
non-work trips.
MEDIUM INcoME MoDEL

Like the models in other zones, the trip
generation pattern of the medium income
groups was less predictable. The total trip
generation model developed here, explained only 17.9 percent of the variation in
trips generated. The hou.<ehold size, income,
and vehicle and motorcycle accessibility
variables were observed IX> be significant
The medium income group households
were likely to make more trips with increosed vehicle accessibility. Work trip generation models for low and mediw:n inco1l'le
groups give very poor fits, explaining only
4 percent and 6 percent of the variations,
respectively. However, the income ond gender of the head of the household variables
were s ignificant in the mediUll'l income
groups, while bicycle accessibility was the
only significant variable in the low income
model Household size was ve.ry significant
in explaining the non-work trips generated
by the medium income groups, with an R'
value of 17.6 percent
H IGH lNCOM£ MODEL

The total trip generation model for the
high income group explained around 22 percent of the variation in trips generated. It
was observed that household size, industry type, and vehicle accessibility were significant and had a positive impact on the
total trips generated by a household. Unlike the low and the medium income mod..
els with less predictability, abo1tt 28 percent
of the variation in work trips generated in
the high income groups could be explained.
Increased access to autos, motorcycles, fU'd.
bicycles Jed IX> more work trips. About 17.3
percent of the variation in non-work trips
could be explained. The househ<>ld size, industry type, and vehicle accessibility vari-

Table 5. Residen tial Arc~1 I lobi Tnp Gcncrah on 1'.1odl?l!.

lftcomo

eoemc.nt (Wittlstlc:)
V•rilble

J

Low

Medium

Houoehold Slze

0.3211
(4.378)

0.334
(6.979)

Income

0.011<3
(1.663)

0.0187
(1.474)

High

Vory High

0.157
(1.023)

0.639
(3.122)

5.483
~586)

Gendef

"The walk trip

pattem was

Age
3.254
lncklslry

(1.865)

0.632
(1.838)

Vehiele
Motorcyd o

2.837
(2.368)

Bityde

0.753
(1.399)

2.394
(2.789)

2.170
(1.905)

0.491
(1 .407)

R'

0.172

0.179

0.21

0.362

F

7.704

17.124

3.598

7224

dF

144

310

36

34

N

1.&11

315

40

36

ables wne signific ant, having a positive
impact on the trips generate d.

VERY H IGff INCOME M

ODEL

The xnodel for h ousehol ds for very high
income groups explaine d around 36.3 per·
cent of the variatio n in totN trips generate d.
The househo ld size, gender of the head of
househo ld, and vehicle accessibility were
the .only sij,"'lifica nt variable s in explAining
the nw:nher of househo ld trips generate d.
The very high income groups give better
total trip generat ion models. H ousehol d
size, gender, and vehicle accessibility were
found to had a positive effect.
The wall< trip pattem was smular to the
other models for all income groups. Access
to a privete vehicle, howeve r., had no im-

pact on the walk trips generete d by the low
inco""" pups, whlle it had a negative im·
pact on the wall< trips generat ed by the medium income groups. Very poor walk trip
models were obtained for Residen tial Azea
I with an R' value of 1L7 pen:ent for the
v ery high Income groups.
Tho wod< trip ~n model for the
very high income groups explaine d around
30.6 petcent of the variatio n in work trips
generate d. The significa nt variables were
the gender of the head ofhouse hold and vehicle and bicycle accessibility.
Househ olds belongirls to the very hlsh
income groups gave good fit 'I'M gender
of the head (){house hold was found to had
a positive impact Also, vehicle and bicycle
aCCOS$ibility were found to had a positive
impact on the work trips generate d. House-

similar to the
other models for
all income

groups."
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"Compared with
the Residential
Area I model for
the low income
group, the total
bip generation
was better
explained this

group..."

hold size did not detennine the number of
work trips generated. although it was significant in detennining the total trips generated. Thenon~work trip generation model
for the very high income groups was much
silnilar to that for the work trip modeL with
an R' value of 33 percent
The household size and gender of the
headofhousehold werefoundtohave positive impacts, while bicycle accessibility had
a negative influence on the total non-work
trips generated. It was observed that only
the very high income groups give good fit
with household size and gender of household head having a positive impact Age and
industry had negative impacts.
REsiDENTIAL

Alu!A ll MODlll.S

Zones 110, 120, 160, 170, and 270, with
average zonal incomes of less than 35,000
shillings per month, were grouped together
as Residential Area ll. Separab? models were
developed for these zones. Table 6 summarizes the-trip generation models for the various income groups for ResidentiAl Area n.

Low I NCOME MODEL
Compared with the Residential Area I
model for the low income group, the total
trip generation was betb?r explained for this
group, with 26 percent predictability. The
most significant variable was houoehold
size. Othersigni.f:icantvariables were the age
of the head of household and bicycle accessibility. Also, the type of industry the head
of household was employed in was significant w ith a negative impact on the total trips
generated.
MtDJilM INCOME Moon

nus income group behoved similaJ'ly to
the low income groups. with an R' value of
20.5 percent All the variAbles explained for
the low income modeL except the industry
type. were found significant in this model
The walk trips generated for the low and
the medium income gwups gave poor fits,
explaining only 18 percent of the variAtion
in travel patterns. However, &eme sigrrificant variables \Vere household size, income,
gender and age of household head, industry type, and vehicle and motor cycle ac-

cessibility. The non-\vork trip generation
model fox medium income groups gave a
better fit than the model fo r the low income
groups, wil:h an R' of 32.4 percent The income variable had a positive impact on the
number of trips generated. Also, access to
a private vehicle was likely to decreose the
number of non-work trips, w~ bicycle
accessibility increased total non-work trips
generated. Other significant variables were
the household size, the gender of the head
of household, end bicycle accessibility.
HIGH INCOME MODEL

TableS shows that there was little variAtion in the behovior of the bipmaking pattern aCTOss varioW'S income g:rou.ps. The developed model explained about29.3 percent
of the variAtion in total trips generated. The
size of the household and bicycle acces.c; i~
bility had a positive impact on the total bips
generated, while the household income,
gender of the household head, and thel:)•pe
of industry had negative impacts. The walk
trip patterns for high income groups were
be~r explained, with an R2 value of 33 per·
cent The significant variables were household size and motorcycle accessibility with
positive impacts. The gender of the h ead of
hot>Sehold and induotry type ho.d negative
impacts. Motorized transportation and bicycle accessibility had positive impacts.
Industry type and the gender of the head of
household had negalive impacts on the trips
generated. About 30 percent of the variAtion in non-work trip patterns was predictable.
VERY HIGH INcoME MoDEL

The total trip generation was better explained, 45 percent, in the very high income
groups. Access to bicycles continued to had
• positive and significant impact on total bip
generation. Other significant variables were
size of the household, having a positive impact, and the industry type, a negative impact
Residential Area ll models were better
explAined for very high income groups,
while other groups gave poor fib. However,
there was a significant difference in the
travel behavior between the two groups.
Approximotely 45 percent of the total bips

T.1ble 6

V•rlohCe

Household Size

-

Res!dentJ<l1 Are<~.11 Tot.J1 Tr~p Gcncr.JtJOM r.1odels.

I

"""""""'c•·-""'1
Low

0.321
(6.024)

Medium

0.379
(9.459)

VeryHieh

Hieh

0.509
(3.062)

Income

.0.057
(·1.012)

Gender

(·1.134)

0.365
(3.436)

·1 .~09

Au•
lnduslry

0.058
(4.381)

0.0 13
(1.032)

.0.713
(-2.215)

-1 .~23

(·1.188)

-2.626
(-2.884)

Vehicle

variation In wort~
lrips genera1Bd."

Motc<eyde

0.738
(1.735)

1.118

2 .7~

1.803

(2 .~)

(2.283)

(2.~)

R•

0.255

0.205

0.283

OA52

F

22.107

42.426

4.502

10.694

dF

253

490

51

35

N

258

·~

57

39

Bley<:~e

"The wortllrip
models for all
income groups
g8lle poor fi1s,
explaining only
18 percent of1he

generated w ere explained for the very high
il:>come pope versus 36 percent for AJu

L Hooacholdsizew..,&~in explam
ins the IDtal trip geilerationmodels for AJu

n.

Also, vehicle """"""ibility did not sig•
nificantly affect trips generates! in Area n.
(It had a positive impact on the households
of Area!.) Industry type w ao foond significant with a negative impact on trips generated in Area D. Unlike the other zones,only
4 percent of the variation in walk trips for
the v ery high iacome pups wa& explained.
Household size was the only significant
variable. Around 39 percent of the varia-

tion in non•work trips generated was ex~
p!Ained. This model was similar to the high
income modeL One intcrestins observation

was that households with male beads were
likely to make more trips than females, unliM thoto'-rwd in the high income modeL
The worlc trip models for all in<»m e puJ>6
gave poor £ill, explainin$ only 18 percent
of the variation in ·WOtk trips generated in
all income p upa.
Household size, gender of the head of
the h ousehold, industry type, and motorcycle and b icycle access were significant
variables in explaining the wor k trip models. The work trip models developed for the
residentiAl areas, in general, were poor. It
appears th•t vehicle accessibility did n ot
affect wall< trip, while it increased work
trlpl. Thus, it can be observed that house-
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T.Jble 7. lndustTI31 Arc.J. Total Tr1p Gencr3hon Models

·-

Coeffk:ent (t«atistlc)

Var&able

Houl<lhold Size

I

Low

MMium

0.352
(4.833)

0.292
(5.106)

High

Very High

0.590
(2.851)

Income

"Household size
was the most
significant
Vlriable ln
explaining the
walk trips In this
region."

6.100
(1.452)

Gender
0.032
(1.848)

Aa•

-5.900
(-1.653)

lndus11y
Vehide

MO!arcyde

0.893
(1.719)

.Q.489
(-1.193)

R'

0.144

0.135

0.203

0.334

F

14.006

13.736

8.636

3.758

dF

164

261

32

12

N

167

285

34

15

Bicycle

holds belonging to these zones appeared
only to make essential trips.
MoDELS FOR INDUSTRIAL AREA

Zones 70, 80, and 90 were primarily industrial locations. Separate models were
developed for this group of zones. Table 7
summarizes the trip generation models for
the various income groups for the industrial
o.rea_ Trips generated for the very high income gro"ps gave a good fit. explaining 33
percent of the variation in total trips, while
all other gro"ps explain less than 25 percent variation. All the variables were sig·
nificant to an extent among the low income
groups; only household size variable was
significant among the high income groups.

Increase in income appeared to lead to
fewer total trips. Increased motorcycle access led to more total trips generated, while
increased vehicle accessibility decreased the
total number of trips. The walk trip models
developed for the industrial area gave very
poor fils, with a predictability of less than
10 percent Household size was the moot
significant variable in explaining the walk
trips in this region. Other significant variables included age of the head ofhow;ehold,
type of industry in which the head of household was employed, and vehicle accessibility.
The very high income groups gave a
good fit of the mode~ explaining 44.4. percent of the v ariation in work trips generated.
Only 5 to 10 percent of variation was explained among the other groups. The only
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o(pUikant variable in the very high income
D\Odel wos aa:ess to a motorcycle. Houoehold size was a significant varil>ble among
the other gtoups. Also, vehicle acxessibility
and bicycle accessibility measures were significant among certain mco""' gtoups in
explAining the variAtion in total work tripe
genedlied in the areas. lnc:reftoed motorcycle
"""""" led to fewer woxl< tripe.
Azound 38.2 percent of the variAtion in
non-work trips generell!d among the very
high income gtoupo was expleined by the
DIOde~ lees than2Qpercente mong the other
groups. Household sire, income, gender of
the head of the household, end actM8lbility
to a private vehicle and motorcycle were the
most significant variables ""'ong the low
incoa>e groups. The medium income group
household non-work bip generation was
D>OStly influenced by the household elze, age
of the heod of the household, end a<XlHSibility to a private vehicle. However, increased vehicle a<ass appeared to be tither
not significant or redu~ non-work bipo
""'ong the high and the very high income
gtoups .upectively.
Among the very high income groupo,
vehicle accessibility, household size, and
income had negative effects on the number
of non-work trips generated, wlUle gender
of the head of household, and moeorcycle
accessibility lwl positive Jmpocts.
In general. only the high incoa>e groupo
gave better models with good fits. The very
high income households were leu HnSitive
to non-work trips. The industriAl area, pri·
marily o. work zone that attracted trips, explained lese work bip generation.

'

.

.. .
Analyais of the income variable for
non-work trips across groups (See Table 8.)
revealed that low income houaeholds in the
downtown o.reas were much""'"' seriS!tive
eo mcome than oUnllar households in other
areas. Households livmg in downeown areas had a cceu eo d.lfferent places because
of a good public transit service system
(Wilbur Smith Asoodates, 1991). Low in:
come households in Residential kea ll
tended eo make less non-work trips with
increased in household income. The average household income of the households in
this area was less than those in Residential
Areal thatmo.y hove resulted in fewer non·
work trips.
Analysis of mcome aensitivity for work
trips aCTOSS d.lfferent groups revealed that
low income groups in the downeown area
were more sensitive to work trips. It appeared that as income increased, very high
income households in downeown areamade
fewer work trips. These gtoups of households, classified as high and very high, of·
ten hired housekeepers to make ohort bips
to gtocery stores, ehopping, and so on.
Low income households in the down·
town axea w ttte likely tD ge:nM'Ate more work
trips with access eo private vehicles, while
the work trip generation by low income
groups of other o.reu remained UDIIHected
by increased """""eo private vebic!es. High
and very high income households were
likely eo generate more non-work trips with
increased access eo private vehicles. However, vehicle accessibility did not affect
non-work trip generation among low in~
come households.

Table 8. Income Scn~ll1v1ty of HH S1ze to Tot.11 Tr•p Models

Total Trips

Area

Low

Medium

Hlah

Ve<y
Hlah

.0.2<48

0.165

0.334

0.157

0.839

0.321

0.379

0.509

0.365

0.352

0.292

0.590

OOY.Intown

0.530

Residential I

0.329

Resldonlialll
lnduslriol

"Analysis of

Income
sensitivity for
wart< trips

aaoss different
groups revealed
that low income

groups in the
doY.Intown area

ware more
sensitive to work
trips."
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"These findings
suggest that
zonal-based
modeling was
not suitable for
this Third World
area because of
I'ICrilomogeiiElOIIS,

socioeconomic
characteristics
and significant
differences in
the behavior of
similar groups
residing in
different areas."
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While mediwn income groups in the
downtown and industriAl areas generated
more non-work tripo with increased vehicle
accessibility, households in Residential Area
II, generated 0.86 fewer trips. Non-work trip
geneTation reD14ined unaffected in the residential areas. Households living in these
areas live feu; from work pla«S compared
with those in downtown and industriAl areas. Also, gasoline costs w.._.. relatively high
which may have ruscouraged individuals
from using vehicles to make recrea.tiontU
trips. access to private vehicles did not appear to affect nonawork trip generation.
Low income groups in downtown area.s ma.cle more trips with increased in
household siu and high income groups
made more total trips in other areas. High
and very high income gro1>ps in residential
and industrial areas were more likely to
make more non-work trips compa.~d with
other groups, adding more total trips. These
groups of households cowd afford recreational and social trips more often than the
low and medium income groups.
Low income groups in residential and
industriAl areas mode more walk !tips. High
and very high income groups generated
fewer walk trips compared with other
groups in the study area.

Conclusions
Th..e findings s~>ggest thatzonal-b...,d
modeling was 1\0t suitable for this 1lW:d
World area because of nonhomogeneous,
socioeconom.ic charact£-ristks and significant differences in the behavior of sitnilar
groups residing in different areas. The
travel beh.aviow: of the low income groups
in the downtown area was more sensitive
to income. While high income households
were more sensitive to motorcycle accessibility, very high income gJ:Oups were sensitive to vehicle accessibility. However, medi= income groups were less predictable,
although they were sensitive to bicycle accessibility.
Among low income groups in the
downtown axea, access to priva_te vehicles
led to a reduction in walk trips and an increase in work trips. This income group
us(!d vehicles mostly to make work tripsi
that is, essential trips. Medium income

groups were likely to produce more
non-work trips with access b;) vehicles and
bicycles. Motorcycle accessibility among
high income groups increased work and
non-work trips. The very high income
groups were likely to generate more
non-work trips d1>e to vehicre accessibility
and more work trips due to motorcycle accessibility.
Low income groups belonging to Residential Area I were observed to be more
sensitive to income and motorcycle and bicycle accessibility. Medium income groups
wer.e more sensitive to household size, vehicre and motorcycle accessibility. High and
very hi~ income groups were sensitive to
vehicle accessibility. Access to motorcycles
increased non-work trips genera.~d by till
the income groups. Vehicle accessibility
mea&ures resulted in generation of more
work and non-work trips among high and
very high income group households of Residential Area I. Households with male heads
were likeJ;y to generate more non-work trips
among very high income gro~>ps, while they
were like.ly to generate fewer non--.vork trips
among medium income groups.
Residential Area II showed that low income groups were more sensitive to income
and high income groups wete xnore sensitive to household size. Art increase in household size increased the total trips generat..d
by the household. Access to any motoriud
or nonmotoriz.ed vehicle was likely to reduce walk trips among all income groups
in the Residential Area II, while it increased
work b'ips between medium income groups
a.nd increased non-work trips among very
high income groups.
There appeared to be less sensitivity to
income of the households residing in the
ind1>0t:riAI areas. The vehicle accessibility
measure increased non-work trips among
the medium income groups. Access to motorcycles increased work trips among very
high income groups. Low income groups
were more sensitive to the gender of the
head of household. Households with male
heads were likely to generate more work
trips among low income groups. These
hol>Seholds also were likely to generate
mote non-work trips am.ong medium income groups.

ANAL'tSJS or Thn> GeNn<A'I10N CKAl<ACTEI\IS11CS JN '!HE THOO>-WOt<Lo...

The tripmllldng patllem of the high income groups and the low income groups
was more predictable. Many mediw:n inw
come group households relied on several
additioN!. economic activities outs:ide regular employment to supplement household
income. nus. mAY hAve resulted in irulccuw
rate reporting ofincome. On the otherhand,
the low income grou.pe had more consistent
economic activities. Similarly, the high incoxne group households had a more predictable lifestyle. Therefore, the travel belutviorofhigh end low income groups was more
stable and predictable than mediUlil income
households.
lnel;'eased u.ccess to moto-rcycles led to
more trips. Bicycles wete, in generat
thought of as WlSo.fe for travel Therefore,
their usu.ge was less comptUed with motor•
ized vehicles. Also, the advantage of a motori.ud. vehicle ovex anorunotoriZed vehicle,
in terms ofspeed and comfort;. led increased
use of motorized vehicles.
While access to a private automobile
was common among the high income
groups, other income groups mostly had
access to bicycles and motorcycles. This may
be a.t:tributed to the r<>lati.vely high maintenance and operational costs, including the
la.rge capital investments associated with
private vehicle ownership. One interesting
observation in the downtowl\areas was that
low income households were found to have
more access to private vehicles than in other
areas. Although, this group had access to
private vehicles, they were used less fo~
making either work or non-work trips. (lt
was a. oommon pru.ctice in Dax-es.-SalAam
between the low and high income groups
to operate private vehicles as taxis, an additional source of income. Also, tho~ the
head of household may be prirnorily employed in a particular industry, other economic activities may be carried out. such as
srnall businesses. Such income may be unreported.)
Some inconsismnc:ies in the reporting of
the information led to poor understanding
of actual travel patterns. Often, housekeephired by lite high income groups made
a greater proportion of trips for the employers, such as short trips to grocery stores and

=
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so on. Therofo~, these trips may not be rep3ill!it: UtlliM't!l~ high income groups, low
income groups live on a day-to-day wage
basis and ®lke basic trips for living daily.
The high income groups may ®lke such
trips weekly or biweekly. For similar reasons, there was no o.ccurate account of the

income earned by low income families.
Gasoline ancl othex fuels are relatively
expensive in most Third World countries.
Also, the capital, operating, and maintenancecosls for private vehicles may be costprohibitive for the low, mediwn, and high
income groups. Therefore, a very srnall proportion of the households in Titird World
countries own private vehicles.
In general, it appears that low income
gxou.ps in Dar..es..Sal.Aam we.re more sensitive to income. Mediw:n income groups trip
patterns were less predictable. High and
very high income groups were sensitive bo
vehicle and motorcycle a ccessibility. While
vehicle accessibility reduced walk trips
among all income groups, it increaaed work
trips among low income groups, increaaed
non-work trips among medium income
groups, and increased both work and
non-work trips among high and very high
income groups.
Medium income group households in
Residential Area I were li!<ely to generate
more non-work hips with access to private
motorcycles, while those residing in Residential Area II were likely to genen>b! more
wol'k trips with access to privare motorcycles. Households with male hea.d s in the
downtown area were likely to gene-rate
few&r trips while those in industrial areas
generated more trips.
People living in the downtown area
were closer to commercial and shopping
cenb!rs. If the head of household was male,
it was li!<ely that he produced only work
trips; the women in the house made all the
shopping trips. However, people living in
industrialar<>as lived fat hom the commerciAl centers of the town and appeared to be
required to make long trips. Thus, men in
these households made additional trips.
A variety of transportation modes were
available for use in this study, including

"Some
inconsistencies
in the reporting
of the
information led

to poor
understanding
of actual travel
patterns."

wolking, the most co,..,..on in the Third
World countries. Research on mode choice
ca!Jbratlon ""'be recoD'ID'Iended for further
study. Improvo"""'ts in the operations of
transit fAdllties Md services., frequency~
havior of the poor.
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Many urban coDUnunit:ies il\ the so~>th·
easfl!m tJnib!d States will be experie ncing
periods of increas ed gxowth in popula tion
and land use develo pment in the next 10 to
20 years. Along with tiU. trend, the<O will
be corresp ol\ding in.c reases and change s in
the deman d on the existin g Ul'bon tr"""it
sysfl!mtl based on many fadoxs includi ng
ridexsh fp satisfac tion. To remain v;able,
these transit system s have begun ridersh ip
so.tlsfoction do.ta. collsction efforiB to aid both
long and short-f l!nn strafl!gU: plannin g.
This paper discuss es ridersh ip satisfac tion as it rel.o.b!s to the theme of the sympo sium of Africo.n-Amorican Mobili ty lss~>es.
"Explo ring New Frontie ,..'' Tho projeetta.sk
include s:
1. existin g models assessii\OI\t;
2 candido:b!: :model review;

3. data colled: ion assessm ent; and
4. compo.rison with do.ta coUectiol\.
Finally, conclus ions from the researc h
end roromm endatio ns for future researc h
will be discassecL
"Explo ring New Fron tiers,'' the theme
of the 1995 sympo sium on" Afric4n -American Mobility lsau,." is an ideolog y that resuliB from many lectors and choices. One
factor is ridersh ip so.tisfae tion. which encompo.sses the desire of African -Ameri cans,
as wcU as a.U people, for a safe, clean. and
efficient mass trA1\5!t sysfl!m. Attemp ting
to fu1fi11 tlUs desire, the <OSearch project focuses on techniq ues to measu re how the
transit rider is so.lisfied with the rooss tron·
sitsysm m.

The "oochnlques" used IX> measur e rid·
ership satislec tlon are mathem atical models develo ped throug h variou s ,...arc h of.
foriB. The first task in the researc h effort
was to col\duc t a liten>ture ,..view of rel.o.fl!d
ridersh ip satisfac tion models . The search
used inloJmAtion syst2m s, such as Library
User Inform ation System (LtJlS) and dal.bases (Tro.nsporto.tionR~In!om\AI:ion
Systom (TRIS). The review resulte d in the
coUecti on of 295 abstraciB, 38 referen ce ar·
ticles, and eight omvey wtrum enl8.
The refuence articl8 Md survey instruments, once review ed, gonera t2d three distinctive groupi ngs of compo nents rel.o.ting
to ridersh ip so.lisfAetion. There were 40 ridership satisfac tion variabl os derived from
the variol>S refere<~CeS. Eighte en o.ctual rid·
orship satisfac tion. compo nents were Kienlified. The final groupi ng consist 2d of 17
wcight 2d factors that affect the signific ance
variabl es. Figure one details the ridersh ip
oatisfaetion compon ento. Sevent een diotinc t
mathem atical models were identif ied from

the reference arlides . From the 17, two
models were selected for further study;
Transi t Plonnin g Model for Sma.U Cit:ieo by
Chedd a and Goal Progro.DIIl\ing Model for
tJ!ban Transi t Assess ment by Hawth orne.
The two models were combin ed into o. hybrid syst2tn as shown in Figure one.
Goall'rogrAII\II\ing, develo ped by Sang
Lee, is a .mocl.ificlltion and exbacsi on of L.ineor ProgrAII\II\ing. The method a.Uowa for
simultaneous solutions of complex objectives. The objectiv es may compri se o. sing.le
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"The goal
programming

approach is
used due to the
norhlmogeneous
nalure of units of

measure
integrated in the
modal
simulation
equations and
allows for

changes in the
ridership
satisfaction
characteristic
variables."

goal with multiple subgoals or multiple
goals 'With multiple subgoak. The goal programming approach is used due to the
nonhomogeneous nature of unilo ofmellSUre
inb!grated in the modal simulation equ.a tions and allows for changes in the ridership satisfaction characb!ristic variables.
Based on the research, the following
conclusions were developed:
0 Although transit sysl>!ms are now
looking at ridership satisfaction characteristics, a review of the liU>ra.tu_te reveals that
in recent years few ridership satisfaction
models have been developed for small IXJ
medium sized transit systems.
0 Based on the possible data that would
be available to transit planners in defining
the parameters of a ridership satisfaction
characteristic modeL a system 'With a fixed
variable input and fixed output would not
meet the needs of the transit planner.
CJ The recent advances in computer
ha.r dware and software technologies, for
example, the Pentium and Mathcad_, ha:ve
made the use of mathematical models more
practical for decisions analysis in non--academic environments.
0 Of the 17 models xeviewed, two
models were detennined IXJ fit the criteria
of the research project - evaluation of existing models that consider ridership satisfaction for small to :mediw:n urban transit
systems. 1his assessment may be used as a
guide for system changes that will reflect
the desires of the community. The two selected models were Transit P~ Methodology for Small Cities by Chedda and
Mu.lina.zzand Goal Programming Approach
to Assessing Urban Transit Systems by
Hawthorne and Lee. A hybrid model was
developed using a combination of both
models.
0 Ridership satisfaction has not been a
specific objective in the information from the
literattue review and model evaluations.
Ridership satisfaction was observed as a
peripheral result of various research efforts.
The following recoJ:IUJ'lend.Gtions were
presented:
I. The goal-programming model should
be studied IXJ detennine ito practicality os a
transit management p~ tool
D. A survey instrument should be developed that will enhance the use of the goal

programming model
m. Other modelstudies should be conducted to consider other decisionmaking
tasks or models for evaluating system
changes that will reflect the desires of the
community.
IV. Information from the survey instru·
ment should define the model po,r<uneters
and variables.
V. Software must be found or developed adequately to use the ridership satisfaction variables.
With periods of increased growth in
population and land use development and
increases and changes in the demand on the
existing urban transit systems, trftl'\Sit systems have begun ridership satisfaction data
collection efforts IXJ aid both long and shortb!nnstrategic p~. Ridership satisfaction encompasses the desire for AfricanAmericans, as well as all people, for a safe,
clean, and efficient mass l:ransitsystem. The
research project presenb!d techniques to
measure how the b'a.ns it rider is satisfied
with the mass transit system. The efforts of
the litera.t ure sea.rch wete presented, the
information systems (such as Library User
Information System (LUIS)) and databases
(Transportation Research Information Sysb!Dl (TRIS)) and the related collection of 295
abstracts, 38 reference articles, and eight
survey instnu::nenb;. Three dist:Ulctive

groupings of components relating to ridership satisfaction were presented, 40 ridership satisfaction variables, 18 actual ridership satisfaction componenlo, and 17 weigh·
ing factors. Seventeen distinct mathemati·
cal models were identified. Two models,
Transit Planning Model for Small Cities by
Chedda and Goal Programming Model for
Urban Transit Assessment by Hawthorne,
were combined in!XJ a hybrid system.
The findings are that in recent years few
ridership satisfaction models have been developed for small to medium sized transit
systems; a. fixed variable input and fixed
outputwouldnotmeettheneeds of the transit platu\er; advances in computer hardware
and software technology have tn8de the use
of the mathematical models more practical
for decisions analysis in the non-academic
enviroru:nent; and ridership satisfaction was
observed as a peripheral result of various
research efforts. The reconunendations are

llRJIAN ThANSPOJITA.,ON M ooJL EvALUA'llON rot SMALL TO MroiUM SIZJ! TRAmJT S'tSTBMS 0

that goal-programming be studied to determine its practicality as a b:ansitmanagement
piMning tool; a survey instrument should
be developed to enhance the goal programming model; other model studies should be
conducted to consider other decisiomnal<ing

tasks or models fot evaluating system
cJ\1¥1ge$rilie.sw.-vey instrument should define
model parameters and variables;
and software must be either found or d.,.
veloped that will adequately use the rid<>rship satisfaction vo.rillble responses.

the
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Closing Remarks
Rodney E. Slater
Administrator ·
Federal ff~ghwoy Administration

It is A pleasure to be here to help wrap
up this excellent conference on Afri.c8J'l·

American mobility, a subject that we all
agree has received fox too little atllention.
During the symposium many interesting
issues and opportunities were discussed
t:t.>t related to improving ihe mobility of
African-Americans. Innovative mobility
programs and policies in several areas are
rest::itnony to what can be accomplished by
harnessing the creative energies of local officio.ls who know the (leeds of their custom-

planning and project development prooesses. Finally, I would like to discuss how
plans for resb:ucturing the Department and
programs the Department adxnirusters can
promote even g:reailer opporturdt::ies to meet
the diverse mobility needs of AfricanAmerican and other groups within our so-

ciet}•.

Tnmds in African-Americat•

Mobility

ers and are empowered to meet those needs.

There was discussion eo.rlieX' of soxne

Emerging technologies and "ew resea:rclt
that were discussed hold promise to im-

trends in African-American mobility that
Brie Hill and othexs have developed from

prove transportAtion services nvo.iloble to

national surveys such as the National Per-

African-Americam and others who histori-

son<>l Transportation Survey (NPTS) and
from local data. Several of those trends are
particulady important as we at the national
level b:y to develop policies and programs
that are responsive to the mobility needs of

cally have "ot had the mobility they need

to prosper in today's society. Earlier, perspectives on ISTEA reauthorization were

pres.,.tedbydistinguishedmembersofboth
the s.,...te and the House, who along with
the Adminisb:ation, will be working over the
next year and a h.Uf to mal<e the "ext
intermodal surface transportation act even
more responsive to the needs of allsegments

of our society and our economy tha.. was
JSTEA.
I would like to discuss with you some
trends that we are seeing in the mobility of
African-Americuns a..d what those b:endo
mea.. for the quality of life and economic
opportunities of African-American families.
I also would like-to discuss some activities
that the Federal Highway Adminisb:ation
(FHWA), in coopero.ti.on with the Federal
Transit Adminisb:ation (FTA} and other
partners, is pursuing to improve opportunities for .African-American and other eco-

nomically disadvantaged communities effectively to participate in transportation

African-Americans. First is the difference
in vehicle ownenhip rates of African-

American households compared with other
grol>ps. In 1990, 30.4 percent of AfricanAmerican households did no town A vehicle
compared with8.7 percent of white households. This differential in vehicle owner,
ship has changed little since 1980. Among
all hous(!hold.s, the. percentage without a
vehicle declined from 12-9 perce"t in 1980
to 11.5 percent in 1990. Among AfricanAmerican households, the vehicle ownership rates increased less on a percentage

basis; 32.5 percent had no vehicle in 1980
compared with 30.4 percent in 1990.
As expected, ve!Ucle ownership rallls in
central cities are lower than in other areas
for all households, but much lower for African-Americam. Forty percent of AfricanAmerican households in centnU cities do not
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"Near1y 15
percent of
AfricanAmerican
workers

commute by
public
transportation
compared with
only 3 percent of
white WOI1<ers."

own vehicles, compared to about20 percent of white households. In an auto-<>riented society, these stati&tl<s belie ~ real
impacts on African-Americans in terms of
foregone xec:reational,. educationaL And
employment opportunities tha.t would be
available if they had access to a vehicle.
Related to lower vehicle ownership
rates is the greater reliance of African·
Americans on publi<: transponalion. Nearly
15 percent of Ahican-American workers
commute by public transportation compared with only 3 percent of white workers. One impact of this reliance on public
transportation is longer coxrurnde tUnes.
Statistics from he,. in FloTida suggest that
36 percent of those who commute by public
transportation have travel t:Unes more than
45 minutes compared with only about 9
percent who commu.b! by automobile.
Forced reliance on p"blic b:ansportation, howe-v er, has much more serious impacts on quality of life than longer commute
times. It is a fact of life today that too many
recreational, educational, and employment
opportunities in urban and rural areas are
accessible only by automobile. AfricanAmerican families without a vehicle simply
hAve fewer opportunities available to them
than families that own vehicles. 'This is partkularly critical with respect to employment
opportunities that contin"e to in<:rease faster
in suburban areas than in central cities.

Pltmning, Environmerrtal Justice,
atul Empowemumt Zones
Improving the mobility of AfricanAmericans .r equires more than simply adding buses or increasing the capacity of our
highways. Many African-Americans cannot afford automobiles and b:ansit poorly
serves their needs. Overcotning these impediments to mobility will require special
efforts by both state and local governments
and community leaders to create a dialogue
through which the transpo.r tation needs of
the community can be identified and programs developed to meet those needs.
In passing ISTEA, Congress intended to
promote increased public awareness and
involvement in trOJ'l.SpOrtotion decisionmaking at the stab! and local levels. To this
end, the Federal Highway Administration

(FHWA) and the Federal Transit Administration (FrA) aggressively supports proac-

tive public involvement early and often
throughout the decisionmakmg process
from planning through project evaluation
and development Specific a.ttl!ntion is focused on processes for reaching persons
who b:aditionally have been undemerved by
existing processes such as low-irl.com~ or
minority households and the elderly. In
metropolitan areas in particular, the need
to teach out irl iMovati.ve ways to A.fric®American and other groups that are not
well-represented in existing planning processes is being emphasized.
FHWA is completing a reconnaissance
of planning processes in metropolitan areas
to identify outstanding examples of how
economically-disadvantaged groups within
central cities have been brought into the
planning process Based on this reconnaissance, case studies will be conducted in several areas to document factors that have led
to the s uccess of those planning processes
and that may provide lessons and examples
for other metropolitan areas.
Increa~ed involvement of AfricanAmerican communities in the planning process will be an iD:aportant mecha.ni5m by
which we implement the new Executive
Order on Environmental Justice. The
United States Pepo.rtment of TroJl5
portation's (USPOT) plan to implement the
Executive Order has not been completed.,
but activities are already underway to promote environmental justice in the delivery
of Federal transponalion programs. FHW A
and FT A are participating with other
USOOT a.gencies on a Federal lnteTagency
Working Group on Environmental Justice.
Both agencies were cosponsors of a National
Conference on Environmental Justice in
Chicago last Nov(>tnbeT and are woTking on
a second conference to be held later this
spring at Clark-Atlanta University. There
was a session earlier in the symposium on
environmental justice and I will not go into
any further details on the issue other than
to reiterate what Gloria jeff, Associate Administrator for Policy of FHWA, said.about
the Department's absolute commitment to
proactively pursuing environmental justice
in all Federal b:onsportation programs and
poli<:ies.

New Technologies atul the
Infomultion Superhighwlly
New technologies s uch os Intelligent
Transp ortation Systems (ITS) and the Worma.tion s uperhighway offer great potlmtial
to Unprove JX>ob;J;ty and " '"'".. IX> opportnWlieo lor African-Americans. nu. potential will not be r<!a];zed, however, unless we
make c:on<:erted efforts IX> """uze tlult the
technolopes and services are available IX>
allsegsnents of society, notjusttbe wen-todo. Withoutspecial atmnt:ion IX> the diverse
need& of various groups, thor<! is a very real
possibility th.>t diffe>:ences in opport:unities
wi.U increase rathe:~: tho.n deaeMe.
ITS hold& special opportunities lor AfricAn-American s in central cltioo that are
now poorly served by p ublic transportotion.
ITS will make public trat>sportot:ion saler,
JX>Ore reliable, and D10r<! secure. 1t also could
allow the o.clopt:ion of innovative fare oyotems that automatically adjust fares based
on a user's income. Improved security will
b. espec:Wly important IX> African-AmeriCAI\ comJX>unities in paris of cenb"al cities
that ""' poorly served by buses, taxls, and
other forms of public tranoportotion. Automatic vehicle locatio n (AVL) equlp,.ent
and improved communication s wllh dispatchers and police should make public
transportation safer lor both the provider
and the use<. ITS also afford& the potential
lor opecialized t>:anoportation Mrvioces between central city residential locations and
suburban =ployrnent loc:ationo. eo...puterized mo.tclting services much lil<e carpool
matching services could be esto.blished to
identify riders going to neo.rby destinations.
None of the potlmtial ITS contributiol1S
to the mobility of African·AmericA ns will
happen automaticall.y. Public agencies and
privote firms implementing ITS oervioes
must consult with community groups and
other ..,rvke providers to understond the
transportation needs of community residents. Community groups must also seek
out public officials and make lhem awate
of the community's need&. Outreach iB a
major component of the ITS program, but
we must be sure that officials teAch out to
all groups to assure that everyone benefils
from ITS technologies and scrvU:es.

. .~ ~ js :expecmd to irlcre~~Se Africail!"mrt~'ieal...obility, the informA-

tion s uperhighway should increase their
"virtnalmobility." Servicesprovid edonlhe
information supsrhighway will reduce lhe
need to travel lor entertoinmen1; shopping.
and education. '11lo&e without an automobile will have e<:COS5 to a much greatet vari·
ety of a<tiviti.es Ol1d servioes than are available to lheDl now. Perhaps IX\Ore importan~
it also should improve accessmility to inlomllllionabout employmentopp ortunities,
particula<ly opportunities in sub u.d>an ..,._
eos lha.t are difficult IX> reach by bcansit As
with ITS, however, special efforts will be
required to M$ur8 that minority communities have access to lite information super·
highway. Innovative programs to educate
persol1S in lhe use of computers and other
telecommunica tloas equipment will be
needed and programs IX> make that equipment available in low-income commwUt;es
will be needed.
Preside.n t Clinton'& Bmpowennent
Zones-Enterpris e Community Initiative iB
providing opportunities for African-American and olher minority communities in selected distr<!ssed urblln .....,... to reestablish
the vitality thc.t once w as a part of the inner
city. nu. Initiolive represents a ~w ap·
proach for the Federal government by recognizing thctco...munitie s know their need&
and know how to plan lor theul.
Bach of lhe selected commwUt;es developed a strategic vision for change that addresses the need& of the community by integrating economic, physical, h uman, and
olher strategies. Federal, state, local, and
private resources willbe used to bring these
visions into being. lm.proving economic
opportunities by creoting jobs and providing training for io<:al residents; promoting
safe streets, clean air end water; couauit·
mont to family and c:ivk r<!Bponsibility; and
involving the entire community are just a
few of tile concepts dewloped through putnerships by lhe COmJX>unilies.
The Empowerment Zone - Enterprise
Community lnitietive ofkrs several opportunities to improve the mobility of African·
Americans living In or near those ftl'Cas.
Firs~ they wlll attract new jobs back to lhe
central city, by that Increasing lhe nUJllber

'Wllle ITS is
expected to
Increase AfricanAmerican's real
mobility, the
lnfonnation
superhighway

should increase
their 'virtual
mobility.'"

ofjobs accessible tolocal-idents. Second,
increased employment levels will allow
more residenls to pun:l-e au.tomobiles and
realize ~ increased mobility that comes
with auto ownership. Third, !be enhanced
attxactiveneoo and greater number of businesses in the areas likoly will improve Innsit and taxi service in the area.

Fedeml Progmm nnd Policy
Directions
ISTBA, of course, is a watershed piece

"ISTEA,of

course, Is a
watershed piece
of legislation in
the ewlution of
cx.-Fedend
lrilrlSpOIIalion

programs."

of legiolation in the evolution of our Federal transportation programs. It provides
unprecedented. fl.e><ibility for state and local offici•ls cooperatively to decide how to
spend Federal1110Ne& to meet their lrMSportation needs. The O..pe.rtmont's plan for
restructuring its internal orsanlzalion and
program structure represents a greater
change from ISTEA than ISTEA was from
previous Federal hlghway and transit legislation. The proposod consolidation of
agencies within the Deportment, espec:ially
the creation of an l.ntermodal Tran&pomotion Administration combining hlghways,
transit, rail, and other s urfa<ll transportation modes, will create An organization free
of modal biases. More important, the pro·
poo;ed restructuring of the Department's
program into just three core elements - •
unified allocation, State lnfraatructure
Banl<s, and a Federal Discretionary Pro·
gram- promises to provide even p-eater
fle><ibility than ISTEA Eor state and local
to direct Federal funds toward local problems.
I close Wl'th a story about how government can sometimes be a good p&Jtner and
how government can sometimes be a bad
partner. I remember a story told to me
many, many yeAJS ago by an elderly lady
who tome was very, veryspeda.L I remem ..
ber how she caught me one day after being
told of what I had done in tlUs city where
she lived called Cotton plant, Arkans..,
which I think gives some indicc.tion of they
did to provide for their well-being. She
heard that I had sneakod to the back of a
store so that I could buy some chocolate ice
cream. It hurt me so bad because I really
wanted ~ chocolab! ice cream. You see, I

as-

grew up when there was not !be prevalence
of chocolate ice cream. I had grown up on
vanilla ice c:reo.m. I remember hearins from
my uncles who were a bit older that you
could chocolat.. ice cream in tlUs one store,
but to go there, in 1960, a five-yeAM>ld little
African-American hoy had ~ego to !be back
door. I remember the joy of sneaking, the
joy of getting the ice ere""'- and its wte.
Then a little later, after quille a "go" at it
with my grandmother, she said, "Son, it
ain't that good." She went on to tell nw
about why it was so neC~JSsaty for her to
mak~ that point to me.
She said, ''I once heard tlUs story of how
there were seagulls who us.ed to live on the
Florida coast. the older seogulls who would
take~ youngff ones and teach them to Oy.
They would take them up hlgher and higher,
then let them go, Eon:ing lbem to leam to
Oy. Eventually, they would leam to Oy. As
they leamed to Oy, they flew hlgh and could
see all that was of the new horizon.
One. day, government came to the
beach. The beach had never been used by
tourists before wes opened. As the tourists
came, you know how tourists are, they
would bring more than they could consume.
So they would leave hall A banana there,
half an apple there, half a sandwlch there.
All of sudden rather than flying high to
scope out the catch of the day, the seagulls
started to clear that which wosleft. Over a
period that became their way of life -just
dealing with that on the surf""• left by others.
Suddenly government camo one day
and without asking the sugulls, govern·
mentclosed the beach. The tourists left and
so did the halfbanano.s, half apples, leliovor
sandwiches, and the few cans here and
there. Withou_t taUdng to the seogulls. the
govemmentdid that,firstto bring them and
then to deny them. The older aeogu U'i
started to look around. The crowd was
gone. The leftovers he~;e and there, gone.
They started to come to grl)l$ w ith their reality and ~ pain of that reality. The pain
of it was that they had forgotten how to fly.
More important, they had failed to teach
their young to Oy.
There is a debab! today in the al¥ of the
land. The debate is about what is one

ground. It is obou.t,..•hattherole of govern~
mentwillbe; whether there willbe set asides
and affirmative action. It is about the left.
overs. the people who brought us here, their
vision is about something far greater. It is
about the new horizons. It is about questioning whether \\'e have forgotten how to

lly.
So I say to you as one good friend to
anothex much as Paul said to Timothy," As

yo.u stir. the. memory of that faith that is
w'ill:iffi'jltl\i 'wliihl> were first in thy grandmotheJ:, Lois, andinthymot:her, Bunice,4n.d
I have encouraged within thee also; I say to
thee, Timothy, stir up the faith of God that
is within you. For God has not given us the
spirit of fear, but love and power and sound
mind.
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The 1!194 African-American Mobility
Symposium established a forum to oontinue
the exchange ofideas, :information, and discussioN of b:ansportation plannmg, p>:ogrammJng, and policy issues as they rel.ote
to the African-American population. Travel
behavior and trlpmaking are dynamic Several factors affect decisions to b:aveL by
what mode, and at what tixne of the day.
The public policymoking p>:OC<!SS likewise
is dynamic. The Presidential and several
Congressional elections will take pl.o.ce in
1996. ISTEA is scheduled for reauthorization in 1997. These issues and IIWtY others
will impact the African-American community.

A third mobility symposium is being
developed by CUTR to be convened in 1996.
The 1996 symposium will build on the
knowledge gained over the post two years
and will seek lx> develop a tactical agenda
to address these issues. This process may·
include further refinements of the symposium format where participants are provided an opportunity 1x> develop proposals,
sb:att>gies, and implementation pl.orlS.
Over the course of the symposia, CUTR
has been aided by the many contacts and
rel.otionships that have been establi•hed,
renewed, and sb:engthened. As in past
years, a steering oommittee will be instituted
for the 19% event
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